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Apprenticeship in Prussian State Railroad Shops. 


(Translated for the Railroad Gazette from the Journal of the 
German Railroad Union.| 

For a considerable time the management of the workshops 
of the Berg & Mark Railroad have devotee much attention 
to training apprentices and fitting them to become valuable 
assistants in their car and locomotive repair shops. They 
have been urged to adopt this course by their experience 
that workmen educated in small concerns do not answer, 
either as regards number or capacity, the requirements of 
such a large establishment as arailroad repair shop. This is 
only partly accounted for by the fact that the small shops 
afford no opportunities for the acquisition of the special tech- 
nical knowledge requisite for the successful production of 
railroad rolling stock and its respective parts, bnt must be to 
a much larger extent attributed to the retrograde movement 
that has taken place in the skill of the artisan since the 
abandovment of compulsory probation, and to the small 
amount of importance that is attached to the possession of 
a certificate of ability. As, therefore, of late the necessity 
for thoroughly trained artisan apprentices became more and 
inore widely recognized, it became at the same time appar- 
ent that it would be desirable, and in accordance with the 
spirit of the age, to unite in one general exhibition a large 
number of specimens of work produced voluntarily by the 
apprentices in the workshops of the Berg & Mark Rail 
road. 

It was hoped thereby, not only to stimulate the appren- 
tices to greater exercise of their abilities and infuse a 
spirit of emulation among them, but also to furnish a prac- 
tical solution of the much-vexed question as to whether the 
industrial element in the country could be improved by 
means of the training of skilled mechanics in these large es- 
tablishments, andif so to what extent such improvement is 
possible. 

The exhibition took place during the period from the 11th 
to the 26th of September, 1880, and the specimens of handi- 
work were furnished by 328 apprentices, s»mong whom 
were 222 machinists, 48 turners, 2 coppersmiths, 15 var- 
nishers, 1 brass founder, 4 smiths, 19 joiners, 5 tinsmiths, 
10 saddlers, and 2 boilermakers ; oniy such apprentices 
were allowed to compete as had been in the workshops over 
six months on the first of last July. The specimens were 
constructed under the superixtendence of a foreman, but 
without assistance from any one. Only such work was ac 
cepted for exhibition as was of some practical value; all 
purely show pieces were vigorously excluded. Where differ- 
ent workmen had been employed in the production of any 
one piece of work, for instance, a smith and turner on a 
machinist’s exhibit, but at the same time the work was 
only exhibited on the merits of one man’s work, the facts 
were stated. The age of the apprentice, the length of time 
he had served, and the name of his foreman 
were also attached to the exhibit. Such specimens 
of workmanship as showed that the exhibitor 
was likely to develop more than ordinary skill in his partic- 
ular department were, with the sanction of the Minister of 
Public Works, rewarded with money prizes apportioned as 
follows : two prizes of 50 marks ($12.50); five of 20 marks 
($5); and twenty of 10 marks ($2.50). The committee ap- 
vointed to award the prizes included two master mechanics, 
three shop managers, eleven work-masters and one foreman, 
appointed by the railroad management, together with nine 
workmen selected by the different shops, whose opinion 
should only be called for ia case of a lack of harmony among 
the master mechanics. The distribution of the prizes took 
place at the close of the exhibition and was attended by ap- 
propriate ceremonies. 

The conditions upon which apprentices are received in the 
workshops of the Berg & Mirk Railroad management, and 
which are embodied in the indenture of apprenticeship that 
must be signed, are identical in substance with the rules 
promulgated by the Minister of Public Works for the guid- 
ance of the royal railroad direction districts of Hanover, 
Frankfort-on-the-Main, Berlin, Breslau and Bromberg in 
similar cases. The remuneration which the apprentices re 
ceive is fixed for the first half-year at 60 pfennigs (15 cents), 
per diem, to increase half yearly during the first two years 
to 1 mark, 20 pfennigs (29 cents), and during the two last 
years of his apprenticeship to further increase half-yearly to 
1.60 marks (40 cents), per diem. It is also arranged that 
after completing his probationary work, every apprentice, 
on being made journeyman, shall receive a present of some 
article that will be useful to him in his vocation, for in- 
stance a technical book, a traveling outfit, etc., to encourage 
him to continue his studies independently, and occupy his 
leisure hours profitably. 

Of the whole 412 apprentices (3 smiths, 290 locksmiths, 21 
joiners, 10 saddlers, 19 varnishers, 8 tinsmiths, 54 turners, 
etc.), amounting in all to about 12 per cent. of the total force 
of workmen, 372 are in the large central workshops—250 in 
Witten, 33 in Crefeld, 20 in Elberfeld, 22 in Laugenberg, 
38 in Arnsberg, and 9 in Siegen—for the reason that these 
shops, in consequence of their complete equipment and the 
presence of the necessary instructors, are particularly 
adapted to receive apprentices. In the auxiliary workshops 
will be found chiefly the sons of such regular employés as 
are engaged on the spot or in the vicinity, they having both 


here and elsewhere the preference over other candidates in 
the celection of apprentices. 

After the lapse of the first two years of apprenticeship the 
apprentices are put at contract work, in order that during 
their four years’ stay they may be taught to understand 
and accomplish every branch of work undertaken in a rail- 
road workshop. Only in a few isolated cases, in which the 
apprentices were themselves the cause, has it been found 
necessary to prolong the period of practical instruction 
beyond this time. 

During the latest period, from April, 1879, to May, 1880, 
61 apprentices have undergone the examination for journey- 
man, and, with one exception, all have passed; 51 remained 
in the employ of the railroad direction. 

A large number of the higher class of skilled artisans in 
the repair shops of the Berg & Mark Railroad, particularly 
in the Witten shops, are apprentices who have been trained 
in the shops during the last twenty years. In this personnel 
the railroad possesses a staff of capable workmen, accustomed 
to careful work, and by reason of their training thoroughly 
acquainted with every detail in the construction of rolling 
stock, and who, in both capability and usefulness, as well as 
in general conduct, are in no respects behind their fellow 
workmen who have received different training. From among 
this force, which they have themselves trained, the railroad 
authorities have appointed many to the position of locomotive 
inspectors, and several have made application to undergo the 
examination prescribed by the Railroad Bureau of the 
Public Works Department for all candidates who wish to 
qualify for the position of master-mechanic in the stat2 rail- 
road department. The applications for admission as ap- 
prentice in the Witten shops have been so numerous that 
many of the applicants had to be refused. 

The general conditions governing the reception and train 
ing of artisan apprenticesin the workshops of the Berg & 
Mark Railroad are as follows : 


In the workshops of the Berg & Mark Railroad ap- 
prentices are accepted for the purpose of learning a trade, 
under the following conditions : 

1. The apprentice must be above 14 years of age and not 
over 16; only in exceptional cases may apprentices be re- 
ceived up to their eighteenth year. The apprentice must 
have been confirmed [in his church, whether Catholic or 
Lutheran], must have passed the elementury school, and be 
thoroughly healthy and capabie of performing the necessary 
work, 

2. On presentation of the foregoing certificates the rail- 
road authorities shall sign, with the father or guardian of 
the applicant, indentures of apprenticeship for the period of 
four years. 

5. Should the applicant have already been an apprentice, 
be shall only be accepted in consideration of the previous 
agreement having been properly and legally canceled. In 
such a case the period of four years may be to a certain ex- 
tent reduced. ! 

4. In additional to practical studies the apprentice shali 
be bound to attend, for instruction, such schools of advance- 
ment as may be prescribed by the shop authorities. 

5. On the execution of the indentures, and before the ap- 
prentice is installed in the shops, he shall be provided with a 
‘* work-book,” according to the police regulations. [A sort 
of ‘‘ descriptive roll,” in which is recorded a general history 
of his service, wherever he works and as long as he lives, 
and which he has to produce when asking employment.] 

6. While serving his time, the apprentice shall be subject 
to the paternal discipline of the directors of the workshop, 
and is bound to yield implicit obedience to his teachers and 
superiors. For flagrant breaches of discipline, for careless- 
ness, irregularity of attendance, etc., the apprentice may be 
punished by fine; unauthorized absence from school shall 
particularly be punished by loss of the day’s pay or a portion 
thereof. 

7. The daily time of workin the shops for apprentices 
shall be ten hours. Sunday or night work will, as a rule, be 
avoided. 


8. The apprentice shall pursue an orderly, decent' course 
of life, and shall, in all cases, strive to deserve the love and 
respect of his teachers, and preserve good fellowship with 
his fellow apprentices. The apprentice shall observe strict 
punctuality in his attendance at the workshop or school, 
shall perform such work or duty as may be allotted to him 
willingly and zealously ; shall strive to perfect himself in his 
work as much as possible, and constantly study the interests 
of the management. Both at work and in school the appren- 
tice shall appear in clean and proper clothing. 

9. After the expiration of a probationary period of eight 
weeks, during which time the agreement may be voided by 
either side, it becomes binding, and may be dissolved only 
by mutual consent, except in such cases where, according to 
Section VII. of the trades’ regulations, such relations exist 
as justify the canceling of the indentures of apprenticeship. 

19. In all cases where the indentures are canceled on 
account of gross misbehavior on the part of the apprentice, 
particularly when the latter has wilfully absconded from 
his apprenticeship, he shall not be admitted to employment 
at any future time in any work-shop of either a Prussian 
state railroad, or a railroad leased by the government. 

11. At the expiration of his apprenticeship, on the satis- 
factory accomplishment of the proof-task, the apprentice 
shall be furnished with a certificate, free of cost or stamp 
duty, after which all responsibility on the part of the rail- 
road direction as to his future employment ceases. But, in- 
asmuch as the apprentice may have been recognized while 
serving his time as a capable, well-behaved, willing and 
trustworthy person, he will be preferred by the railroad 
authorities for employment in their shops, should there be a 
vacancy to be filled. 








It is to be hoped that the exhibition will be another suc- 
cessful link in the chain of efforts which have been lately 
directed toward the improvement of the capability of arti- 
sans, by encouraging the development of a proper system of 
apprenticeship. 








Contributions. 





The Basis of Payment for Car-Service. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The matter of foreign car-service is certainly of sufficient 
importance to entitle it to far greater attention and con- 
sideration than it appears to receive at present, judging 
from the manner in which this branch of the railroad busi- 
ness is now conducted. When the railroad traffic was far 
less in magnitude, freight cars were principally retained in 
the local business of the road to which they belonged, and, 
whenever practicable, all freight was transferred at junc- 
tions; but, at present, the requirements of the vastly greater 
business demand that trausfers should be avoided wherever 
possible, and that greater dispatch and decreased cost of trans- 
portation should be caused by sending the car through to the 
point of destination of the freight it carries. Hence we find 
on the line of every railroad car belonging to various other 
roads, many of which are located in an altogether different 
section of the country. It would be natural to conclude that 
a matter of such great importance as the interchange of cars 
must be would be regulated by strict and clearly defined 
rules, bearing on every point in any way pertaining to the 
subject ; but this does not appear to be the case, for with 
the exception of the present Master Car-Builder’s rule re- 
lating to the manner of interchange and the settlement for 
repairs on foreign cars, as adopted by many of the more im- 
portant roads, and the establishment of a rate per mile, to 
be paid for the use of cars belonging to other roads or 
freight lines, there does not appear to be any well 
established rule applyingin any way to the interchange 
of cars. Of course, it is generally understood that foreign 
cars should be handled with the same care and consideration 
as are the local cars of a road; that they are to be forwarded 
witk dispatch, unloaded promptly, and returned to the road 
from which they were received with the least possible delay. 
Still, this is merely unwritten law, tacitly agreed to by all 
roads, and carried out with greater or less fidelity, accord 
ing to the character of the management and the exigencies 
of the business of the road. Agents rarely give as faithful 
attention to the interests of their principal as that principal 
would take in anything affecting his own welfare, and, in 
this case, the manager of a road may be looked upon in the 
character of an agent for the owners of all foreign cars that 
may from time to time come within the limits of his jurisdic- 
tion. It is safe to assume that in many cases the obliga- 
tions pertaining to such an agency are madeina great 
measure subordinate to the interests of his own company, 
and, while he may have no intention of acting in a dishonor- 
able manner, he does not give the same attention to the 
quick movement and prompt return of foreign cars that he 
does to the prompt handling of the cars of the road with 
which he is connected. He may have given general instruc- 
tions to his subordinates in reference to treatment of foreign 
cars, but where these rules have been broken in the interest 
of his road he is inclined to avoid seeing or knowing any- 
thing about it, if possible. Then, if he considers that the 
strict enforcement of the rules in relation to prompt unload- 
ing would be likely to antagonize any large shipper or 
cause the road to lose any traffic, he is apt to look with 
more composure and forbearance on any delay in un- 
loading foreign cars than if they were local cars that 
were needed for their own business. Self interest has been 
known to cause very elastic consciences in mankind, and it 
is hardly fair to assume that railroad managers are any 
nearer perfection than the rest of the human family, 
and it is just as necessary that they be subject to checks and 
other precautionary measures to keep them straight as if 
they were engaged in any other business. In mercantile 
life the buyer is devising every plan to prevent the seller 
from getting the advantage of him, and on the other hand 
the seller is ever on the alert that the buyer does not get the 
best of himin some way. They do not contend that the 
other party is always, or even usually, dishonest; but the 
exception may be, and they have to be on the watch all the 
while, as they cannot tell just when they may run acress the 
dishonest one. But the railroad managers, in the matter of 
car interchange at least, show such great confidence in each 
other that it would indicate that they must have the great- 
est faith in each other’s integrity. 

The present system (if it can justly be termed a system) of 
interchanging cars is open to severe criticism, having very 
many faults, and it is hereby proposed to call attention to 
some of the most glaring of its faults. ‘The matter of rev- 
enue received being of so great importance, it will be the 
first matter taking in consideration. There is no way, gen- 
erally speaking, in which a road is able to tell whether it is 
receiving fair and honest returns from the other roads in 
relation to the mileage of its cars, and it has to trust wholly 
and solely to the honesty of its connections. Further than 
the knowledge that it has delivered a certain car to an im. 
mediate connection at a certain point, and that the car was 
loaded with freight destined to another certain point, and 
that upon a subsequent date the car was returned to it, 
it has no knowledge whatever concerning the mileage that 
car may have made while off its own road. It can, of 
course, compute the mileage the car would have made for 
the round trip between point of delivery and desti- 
nation of freight it held at time of delivery, but if there was 
any extra mileage made by the car, it has no means of tel- 
ling anything about it. Should its immediate connection 
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deliver the car to another foreign road, it may be diverted 
on another route on its return trip, and the owner of the car 
be unable to locate it except by tracer. It is all at sea in 
relation to the mileage the car may have made, and has no 
means of calculating it, as thecar may be received from a 
different road and at another junction upon its return home, 
and may have made a very roundabout journey upon its re- 
turn trip. Itmay be claimed thatthe daily interchange re- 
port sowarmly advocated by Mr. Davies, and which has 
been adopted by several important roads, would meet the 
requirements of the case. If the labor and expense con- 
nected with the use of these reports are not too great, they 
certainly are far superior to the ordinary reports, and their 
universal adoption would enable a road to locate every car 
it owned, whether the car was on its own line or on a foreign 
road; it would show the exact mileage every car made, and 
also show where a car was detained, and the length of deten- 
tion. But it isa question whether this system is any better 
than that on which the New England Car Accountant Asso- 
ciation is founded, that is, as far as the accuracy of mileage 
returns are concerned. The roads connected with this Asso- 
ciation, we understand, send daily conductors’ reports and 
junction reports to the Manager of the Association, and an 
account of the mileage due from and to each road is kept in 
his office, and returns are made monthly to the various roads 
in the Association. Both these systems have many good 
features, and are a great step forward in the right direction, 
but they hardly meet all the demands of the occasion with 
that completeness so very desirable and so conducive to 
economic management. 


But before going any further in the matter, it may be 
proper to inquire whether the basing of the charge for car 
service upon the principle of a certain rate per mile, and at 
the same figure, under all circumstances, for the same class 
of car, is the truest and most equitable way of making the 
charge. The present rate for eight-wheeled freight cars is 
three-quarters of one cent per mile. Now, while one car 
may pass over a road three hundred miles long in two days, 
remain at destination two days, and then be returned to 
point of receipt in two more days, thus making the round 
trip of 600 miles and earning for its owners $4.50 in six 
days: another car may be delivered to the same road 
at the same point and only travel 50 miles and then 
remain four or five days, and then be returned 
to the receiving junction, taking for the round trip the same 
amount of time as the first car did for its round trip, but 
only earning seventy-five cents for its owners against the 
four and one-half dollars earned by the first car in the same 
time. While it is not claimed that the owners of the cars 
should have received the same returns in both cases, it does 
look as if their interests should receive some consideration 
inthe matter. Consequently it would be no more than just 
that a certain mileage should be considered as the minimum 
for a days’ work, and while a road should pay for all excess 
of mileage over this minimum, a car should be credited with 
mileage according to this minimum for the time it was on 
any road when the actual mileage for the same time does not 
equal the amount of mileage as per thisrate. Say, for instance, 
that the minimum was placed at seventy-five miles per day 
—not that that figure is especially recommended, but because 
it will do as well for illustration as any other ; then the car 
that made a mileage of six hundred miles in six days would 
pay four and one-half dollars, that amount being at the es- 
tablished rate of three-quarters of one cent per mile, and 
being in excess of the minimum charge for the same time 
But the car that only made one hundred miles in six days 
would have to be credited with three dollars and thirty-seven 
and one-half cents instead of seventy-five cents, as it would 
receive under the present arrangement, that amount being 
the minimum charge for six days’ service. This mmimum 
mileage could probably be placed at even a lower figure than 
seventy-five miles, from the fact if a road had to pay some- 
thing, even it was an inconsiderable amount, for the lay 
days, it would be stimulated to greater exertion to give for- 
eign cars prompt dispatch, and the actual car mileage of a 
given number of cars would be considerably greater than it is 
now, Then if any unusual detention of a car was caused for the 
accomodation of freighters, a road could reasonably charge 
the freighters for all extra expense resulting from the deten- 
tion; or if the road held the car for its own convenience it is 
certainly no more than just that the owner of the car should 
receive some recompense. It may be said that in case of 
detention through severe storm or accident, it is hardly fair 
to ask a road to pay for detention.which was unavoidable 
and over which it has no control. Still, accidents and storms 
are not peculiar to any one road, and while it may be put to 
extra expense by the adoption of this rule should any acci- 
dents occur on its line, it will be likely to receive its money 
back again when its own cars are detained on some foreign 
road from similar cause. The main object in 
adopting a minimum per diem charge for car-service 
is to secure a greater dispatch in car movement and to lo- 
cate the cost for detention where it properly belongs. ‘his 
object can probably be better attained by the above plan 
than through any other. Should it be found that the adop- 
tion of a “‘ minimum” standard Years too heavy on one par- 
ticular road engaged in a through traffic in which several 
other roads are jointly interested, there seems to be no reason 
why the matter could not be adjusted by allowing an 
equitable rebate to the overtaxed road and pro-rating the 
same among the other roads. There could be no objection to 
and not much labor in arranging the matter thisway. Then, 
again, it may be preferable that *‘lay-days” should be al- 
lowed at starting-point and destination, so as to allow area- 
sonable time for loading and unloading. There would be 
nothing unreasonable about this, and it may be nearer 
the fair thing. Only, in this case, it would be 





necessary to raise the minimum per diem _ rate | only the vertical effect in braces, these quantities must be 


for the time the car was in transit to offset the allowances | 
for “‘lay-days.” If the car was passing over more than two 
roads with any one shipment, the allowance for “‘ lay-days” | 
would certainly be just; otherwise a discrimination would 
be made in favor of the intermediate roads. The suggestions | 
hereby offered are undoubtedly crude, and in many re- | 
spects imperfect. The main object is the advocacy of the | 
proposition that in determining what is the proper charge | 
for car service, time should receive consideration as well as | 
mileage. A change from‘the present system in the manner 
suggested would undoubtedly make some roads pay a greater | 
amount for the use of foreign cars than they do now, but it | 
could not help being profitable to the owners of the foreign 
cars. The position that every road would take on this 
question would very likely be decided by the fact whether | 
the difference between its receipts and expenditure for | 
account of car service was in favor of or against it at the | 
present time. Still, speaking in a general sense, it cannot be | 
doubted but that almost every road would be benefited by | 
the consideration of time in connection with the charge for | 
car service. If in no other way it would be by the possibil- | 
ity of obtaining a greater amount of service out of the same 
number of cars than it does at present. It is thought that 
more satisfactory results can be obtained from the combina- 
tion and fusing of the two systems than could be obtained by 
the strict adherence to either the mileage or per diem system 
alone ; that their combination would be more equitable to | 
all parties interested than is the present system of a certain 
rate per mile, or than a per diem rate would be. 


| 
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Calculation of Strains in Single Intersection Bridges. | 


To THE EDITOR OF THE RAILROAD GAZETTE : 

In the following plan the uniformly distributed dead and | 
live loads are considered separately, as by so doing a more 
accurate and economical result isobtained. It depends upon | 
the fact that the shearing forces for a uniformly distributed 
dead load, vary directly as their distance from the centre of 
the span, being at that point 0, and at the points of support 


y 1 
= = where w = uniformly distributed dead load per linear 


foot of one truss, and / = length of span in feet; = always 


increased in proportion to the inclination of the braces.) 
The effect of the maximum shearing forces from the live 
load on rods is, 
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The effect of maximum shearing forces on braces from 
live load is, 
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Above remark in () willalso apply here. Chord strain at 

(w+ w’) I? 
centre = ns Chord strains at other points in length 
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of span vary as ordinates to a parabola whose middle ordi- 
(w 4+- w’)? 





nate is 
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Second Case.—Deck bridge with odd number of panels. 
Notation same as for first case. 
The effect of maximum shearing forces from dead load 


| on rods is, 
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The effect of maximum shearing forces from dead load 
on braces is, 
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Remark in ( ) will apply here. 
The effect of maximum shearing forces from live load on 
rods is, 
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The effect of maximum shearing forces from live load on 
braces is, 
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forces produced by dead lead are obtained as fractions of it. 121c’ 1698¢’ 225¢’ 289¢’ 
This plan further depends upon the fact that the maximum eiaieune~Clgadintos = eae —_— cies 486° 
shearing forces for a uniform live load, advancing from 361c’ 441¢’ 
either support, vary as the squares of their distance from | on 4 = ——-; on = ——. 
the opposite point of support,* or as the ordinates measured | . ar 


between a parabola and its tangent, a horizontal line of the | 


length of the span representing the tangent, the point of | 
tangency and vertex of parabola being at one of the points | 


of support. The greatest shearing force is produced at the | 


= - SP | 
points of support, and is fi where uw’ = weight of rolling | 


load per linear foot of one truss, and / = length of span as | 


wl f 
before; —- always being a known quantity is taken as a| 
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unit, and all vertical forces produced by rolling load are | 
obtained as fractions of it. | 


The sum of the shearing forces as obtained above will be 
the maximum shearing forces for all positions of the load. 

Following are illustrations of all the cases (four) that can 
occur with uniform panels: 

First case.—Deck bridge. even number of panels, span be- 
tween end panel points = /. 

Uniformly distributed dead load per linear foot of one 
truss = w. 

Uniformly distributed live load per linear foot of one 
truss = w’, 

Depth of truss on centres of chords = h. 


Maximum shearing force for dead load at points of sup. 
port = = = Cc, 

Maximum shearing force for live load at points of sup- 
w’b 
port = = 

Tn above case the effect of the maximum shearing force 


from dead load on rods is, on 1 = 0; on 2 = a 8s = 
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(It is, of course, understood that the above fractions give 


The effect of the maximum 
braces is, on 
0 
=-—.on2 = 
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+ aad unit used in this case is the half panel. The fractions of 
v . , : 
— , that give shearing forces, have a constant denominator 


which is the square of twice the total number of panels. The 
numerator is the square of twice the number of panels between 
he point of support and the point where the shearing force is 
taken. 











Remark in ( ) will apply here. 

Third case.—Through bridge with an even number of 
panels. The effect on both rods and braces is the same as 
for the braces in the case of a deck bridge with an even 
number of panels. 

Fourth case.—Through bridge with an odd number of 
panels. The effect on both rods and braces is the same as for 
the braces in the case of a deck bridge with an odd number 
of panels. 

The principle of finding the chord strain is the same for 
each case. 

When it becomes necessary to provide for engine excess, 
itis distributed on the principle of the lever and added to 
the results ootained as above. 





THE SCRAP HEAP. 


The Flagman’s Ghost Story. 


The stove committee were engaged in an animated dis- 
cussion of the ghost question, when the door opened and the 
genial face of Hank Woodruff appeared, followed by the 
body of the same individual, and then ensued the usual 
stamping of feet, shaking of hat and clothing, for it was 
snowing outside in a way that promised hard work for the 
morrow in shoveling and forcing a way through the drifts 
that are always to be found in the cuts after a snow storm 
on all well-regulated railways. 

**Do I believe in ghosts ?” said Hank; ‘‘ well, not much; 
at least, I haven’t of late years. but in my younger days I 
was as big a fool ’bout seeing sights as any of you young- 
sters. But,” continued Hank, ‘‘ did I ever tell you ’bout that 
time me and Sile Burrows set up with the corpse down to 
Mrs. Wood’s boarding house? No? Well, yousee, his name 
was Smith; some of them Smiths that live down in Sussex 
County, near Lafayette; a first-rate feller and a good flagman, 
as most of them farmers’ boys make, if vo # live through the 
early stages of hand-smashing and leg-breaking necessary to 
break in a good man ; but what in thunder he wan to 
leave a good farm for and come up here to get run over and 
mashed all up, I never could see. He was killed down in 
the yard at Middletown ; a coal train backing in there out 
of the way of the milk caught him as he was stepping out 
after making a coupling, and he only lived about an hour. 

‘**Well, he was brought to Port, and, after being fixed up 
real nice, black walnut coffin and all that, he was taken to 
his boarding house, from which place his friends were to get 
him inthe morning and take him down home, where the 
funeral was to be held. Mrs. Wood asked me and Sile to 
sit up with the corpse that night, and of course we couldn’t 
refuse; but what use there is in the heathenish custom I never 
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could see; the corpse can’trun away, and I doubt very much 
if any body would steal it, at least not around a railroad 
town like this, where the doctors can get all the practice 
they want on live subjects without having to practice on a 
stiff. 

* Well, Sile went.out and got a half gallon of applejack, 
for you know him and me could never sit up all night with- 
out a little of the ah o-be-joyful, and about ten o’clock we 
went up in the room were pocr Smith lay, and began our 
sittin’ up. We talked over all the ghost stories we had ever 
heard to keep our spirits up, and kept pouring the spirits 
down until about two o’clock in the morning, when by that 
time Sile couldn't have told a ghust from a barn, and so laid 
down on a bed in the room, and in less than LO minutes was 
snoring so loud you’d a thought the pop-valve on one of the 
big mogul engines had gone off at 140 pounds. 

“Weil, [ took another pull at the demij-hn, settled my- 
self in the old rocking-chair, put my feet upon the coftin that 
sat on some chairs, and got to musing like. * Smith,’ thought 
I, ‘ you wasa good feller and a fair kind of a flagman ; you 
aiways was ready to slap on the caboose brake going down a 
grade, and always heiped the boys ease her up to a water- 
tank ; you was always ready with a flag when we broke in 
two around the Otterkill or in going down the valley, and 
always done the very best you knowed how, wherever you 
was put, and I can’t see no reason why, when you was 
cal in and passed over the river, you shouldn't be 
among the best, even if you wasa railroader.’ 

‘Sitting and thinking this way, I found myself nodding 
and napping, and ‘roused up, took a good snifter of the red- 
eye, and fell to thinking and napping again: took two or 
three more pulls at the demijohn, so as to be sure I was 
awace, when all at once I noticed the lamp sitting on the 
table begin to burn blue: it burned bluer and bluer, and 
finally went out. I was just about to get up and strike a 


match, when I felt that something was in the room, 
and turning my _ head a little saw two _ things 
come in at the door, both dressed in green, with 


great white eyes that shone like headlights ; and, worst 
of all, both had tails! Yes, sir, forked tails! They crept 
rather than walked up to poor Smith, and were about to 
grab him, when [ jumped up, yelled at the top if my voice, 
and at the same time felt a blow between my eyes that sent 
me reeling into the corner, and—I fainted clean away. 

**How long I lay there unconscious I couldn’t say, but 
when I woke I was laying in the old rocking chair in one 
corner of the room, Sile was still snoring upon the bed, 
the sun was shining in at the window, and Nimith’s corpse 
was gone! * Good Lord ! thought I. ‘ them things with tails 
have carried him off sure,’ and getting up all in a tremble, I 
pulled and hauled Sile around until 1 got him woke up, and 
told him the whole story, when he was as scared as I had 
been, and we both hurried down stairs with white faces, | 
tell you. We found Mrs. Wood in the kitchen, to whom we 
-<_ the story, when, if ever you heard anyone laugh, she 
did. 

* Well, youcan bet we looked sheepish enough when she 
told us that the undertaker and his man had come about 
daylight and took the corpse off so as to get an early start, 
as they had over 20 miles to drive to his father’s house, where 
the funeral was to be held, and’as we was both asleep they 
didn’t wake us; but, boys, I didn’t drink any more whisky 
for a year or more, and my opinion is, there’s more ghosts 
in the pesky stuff than anywhere else.”—Port Jerris Ga- 


zette. 


A Locomotive Station, 


Since the recent publication of a method proposed by Mr. 
Prosper Hanrez, a Frencii engineer, to attach cars to passen- 
senger trains while running at speed, our attention has been 
called to the invention of Mr. A. B. Chapin, of Buffalo, N. 
Y., on which he received a patent, No 225,272, March 9, 
of this year, which would seem to antedate the above. Mr. 
Hanrez’s device embodies the same principle, though differ- 
ing in detail. 

Mr. Chapin’s plan for enabling passenger trains to trans- 
act their local business, tbat is to let on and take off passenger 
without stopping at way stations, is accomplished in the 
following manner: Cars are placed on side tracks or 
switches, one at each station, in which passengers desirous of 
taking any train shall seat themselves previous to itsarrival, 
On making up a train for a journey over a road, a supple- 
mentary car, one of the kind used for the side tracks, here- 
tofore mentioned, is attached to the rear. Before arriving 
at the first station this ear is attached, ths main train con- 
tinuing its speed and picking up the car on the side track 
laden with passeugers and baggage, by means of devices 
hereefter described. 

The car which has been cut off, by means of its momen- 
tum, entering the station, is guided on to the switch, where 
it remains until picked up by another passing train. Thus 
the train passes over the road dropping a car and picking 
one up at each station, thereby not increasing the s‘ze of the 
train. The manner of attaching these cars is by means of a 
cable coiled round a drum underneath the rear platform of 
the main train. Before entering a station, and after the sup- 
plementary car, which is to be detached, is cut off, one end 
of the cable is drawn out to one side of the train in such a 
manner as to be caught by a hooked arm which projects out- 
ward from a stationary car on the side track. 

The cable being thus caught and held, causes the drum to 
revolve and the cable to pay out. The car after being thus 
connected to the train remains stationary, and does not 
move until the motion of the drum is checked by the appli- 
cation of brakes which go on at once automatically. If the 
drum could bestopped at once, the whole velocity of the train 
would be applied to the car. If checked gradually, only a 
portion of the velocity is transmitted, and the car is started 
gradually. The duration of time before the car acquires the 
velocity of the train is proportionate to the time used in 
checking the drum. An indicator on the train records the 
rapidity of the movement of the car, and enables the opera- 
tor to govern the brakes as the case may demand. The car 
having acquired the train’s motion, and being some distance 
behind, is brought up by winding in the cable. 

Mr. Chapin has looked well to the details, and claims that 
baggage and express matter can be handled without in- 
creased labor, and that only eight or ten additional hands 
will be required on the whole length of road —Buffalo Ex - 
press. 


Spots. 


A conductor on the Kansas City, St. Joseph & Council 
Bluffs Railroad, who is remarkable for his sterling honesty, 
saw a spotter on his train. He knew him on sight as an 


employé of the company, but felt a little indignant at being |- 


ommpacred ; so he watched that man till he saw him asleep, 
and then went and waked him up, roughly shaking him and 
yeliing in a voice loud enough to attract the attention of the 
whole car: ‘* Wa-wake up, here ; y-you are paid for watch- 
ing me, and I want youto do y-your duty, or [ll report 
you!” The detective felt very uncomfortable at being 
shown up this way, and was, moreover, tired and sleepy : 
but he couldn’t complain, and whenever he fell asleep all 
that night, he was waked up by shouts of ‘‘ Wake up, here ; 
do your duty, or Pll report you !” He got no rest, and was 
very glad when he finished the trip with that honest con- 
juctor, ‘ 
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Name @F Roan | 
| 
1879. | Inc. 








Alabama (it. Southern ......... 
Atchison, Top. & 8. F... 
At., Miss. & Onio.......... .... 
Burl’gton, Ced. Rapids & North. 
Cairo & St. Lonis .............. 
Central Pacific ................. 
Chesapeake & Ohio......... ... 
Chicago & Alton ...............; 
Chicago & Eastern Illinois..... 22 
Chicago, Milwaukee & St. Paul. 3,600 
Chicago & Northwestern....... 575 
Chicago, St. Paul, Minn. & Om.,' 
Sa ie 204-260 | a 13.1 
Chivago, St. Paul, Mion. & Om., 

st. ?. & 8. C. Dive 






Cin., Ham. & Dayton..... 








St. L., Alt: & T. H.. Main Line. 195 
St. L., Alt, & T. H., Bellev'le L’e 71 
St. Louis, Iron Mt. & Southern. GR5 


St. Louis & San Francisco..... 627 

St. Paul, Minn. « Manitoba ... 680 

Scioto Valley... ............... 100 

Southern Pac., No. Div......... 176 

Union Pacific..... ............. 4.080 2.776 304 11.0 
Wabash, St. L. & Pacific... 2,487 2.166 9321 14.9 
Wisconsin Central.... keane 454 454 


Total, 57 roads..............'37,963 32,705, 5,2 

Totalinerease . ....... os RR RSE 
\ 

es 


RAILROAD EARNINGS, ELEVEN 
























Burnt Clay Ballast. 


building has been started by the Chicago, Burlington & 
Quincy in the manufacture of a new material for ballasting. 
It is formed of clay, subjected to heat by bituminous coal. 
A small fire of bituminous Iowa coal is started on the sur- 
face of the ground, and, when burning freely, the fire is cov- 
ered with a layer pf lumpy clay, then alternately coal and 
clay, the coal decreasing in quantity until at tne top it is as 





one to fifteen. The mass is formed like a cone. he clay 


RAILROAD EARNINGS IN NOVEMBER. 


Dec. [Per ec. | 











Cin., Ind., St. L. & Chi.... .... 
Cin. & Springfield.............. 
Cleve , Col., Cin, & Ind.... .... ED GRA Hie Se 
Cleveland, Mt. Vernon & Del.. 144 BOG] conse 1 8.3 
Denver & Rio Grande.......... aD 337 0-214 , G5 
Denver, South Park & Pacific.. 170. «116 BB). ssicase. 46.6) 
Des Moines & Ft. Dodge... .. | LS eg RR Se 
Det.. Lansing & No...... .,.... 224 208 
Flint & Pere Marquette .... 280 
Gal., Har. & San Antonio. ; SN ing katichs dokebendapess 
PE itis ssheaehs »<ribnone 307 . 
Hannibal & St. Joseph....... .. 2 292 
Houston & Tex Centrai........ 553505 
INinois Central, Mlinois lines... 914 «854 

ie x Iowa lines .... 402; 402.......-- 
Ind., Bloom. & Western....... 212; 212 | 
International & Great Northern DAT 526 2.9 | 
Lake Erie & Western .......... | g@9| 308! 54j........) 17.5] 
Louisville & Nashville. ......... | 1,837; 1,107 730! ....... 66.3) 
Mar.. Houghton & Ontonagon.. 86 25 cl, Seubeabecksaniul 
Mewphis & Charleston......... a oe 
Memphis, Pad. & No........... 115; 115)... ee ee eee 
Minn. & St. Louis........... --| 210 123 renee 70.7) 
Missouri, Kansas & Texas...... | 786) FBG... ee eee aoe | 
Mobile & Ohio.................. 506: 500 .... cossel beessee | 
Nash., Chatta. & St. Louis..... 454 454..... sat 
N. Y. Central & Hudson River., 1.013) 1,013 ...... -| 
N.Y. & New England.......... 316 See: ..... d 
Northern Central. .... : Se a ees acer 
Northern Pacific............ ... 750 <= ae 16.5 
Paducah & Elizabethtown... .. 185 SE SenndGlesceeess| babe. 00 
Pennsylvania. ...... .. L884) 1,872 12 0.6 
Peoria, Dec. & Evansville _.... 192, 





| EARNINGS 
PER MILE. 


| 


EARNINGS. 


1879. | Increase. | Decrease. Perc.| 1880, 187". 





3 3 
23.3, 211; 171 
41.5! 608 667 
16.3, 488 420 
28.1) 385 341 


75.2 271 155 

44.8 835 $35 

61.5| 550 340 

13.3 811 716 

88.4 , 120! .. .. 45.3 585) 556 

1,100,244 371,756... | BRR 409) 504 
1558.476 262,12 | 168) 711) Ms 

176,555 142,737 B3.8I8 ..... 23.6 JO1 “0 




















150,289 109,620 37.1) 297) 297 
222.875; 205,601 13.3, 675! 596 
198,105 162,082 2») 660 720 
101,5 82,051 4) 1.253 1,041 

20 366,274 15.3, 1,080 937 
33,055 33,760 2.1; 220: 215 
408,562 130.285 214.1, 741) 387 
7 B38 rrr 1,744, 37.2 514!) 1,199 
97 17.298 ie | 79.1) 369! 206 
105,061! $2,835 oer 13.2) 473 446 
153,959) 113,898 P| eet 35.1) 515) 407 
143.095 135,716 IN 3555 olan 5.4 666, 631 
169,957 133,3° 36,618 7.5, 553! 434 
204,116 f 5.8 86699665 
431,995) o 0.5! 781 851 
557,131! 13.6| 610. 575 
163,440 16.1, 407) 350 
96,622 4.7| 456) 435 
256,756 4.9, 461) 465 
99,929 47.1; 276) 220 
929,400 34.8 506 623 
34,202 17.3. 398 329 
139.225 6. 77 
22,917 
101,88: 
371,079) 
252,22? 
182,087 174,245 
3,047,541 2,801,835 
207.241 173,712 
459,053 377,316 
- 5d 210,635 
eos 
3.5 3,131,907  442,916|...........| 
0,683 a. | 
100,963 - ieaeeaeteiags 8.6 3562 518 
52.460 15,610|...........| 20.7. 959 730 
_ OT eee 30,107, 4.6 915 950 
199.805 $4.202|.........../ 422 453 411 
226.695 73.080) ....... 32.6 442 378 
26,251 er W.5 USN 2655 
66,886 29,114). 43.5 M6 415 
2,265,160 1,796,343 468,817 26.1 720 647 
1,105,615 864,057 241,558)........ 28.0 444 309 
113,020 82,079 30,941!....8.....| 37.7 249 183 

| 26.828,405 22,191,167 4,797,177) 150.849)......| 708 679 

each @ ies Ren NE s55508. 


MONTHS ENDING NOVEMBER 380, 


A Des Moines (Ia.) letter says: ‘‘ A new feature in railroad | 


| this material. 











MILEAGE. EARNINGS. EarRnines Per MILE. 
; 
NAME OF Roap, : ; ; : 
1880. 1s | Ine. Dec P.c. 1880 1879. Increase. PS P. c. 1880. 1879. | Ine. |Dec. PL ¢ 
| $ $ bs $ $ $ ~ . 
Ala. Gt. Southern ... 290 = 290 582,252! 390,644 191,608 . .. 49.1 2,008 L347 | OHL...... 401 
Atch , Top. & 8. F..... 1,319 940! 374 40.3 7,693,185) 5.761.959 1,931,226 .... $3.5 5,833 6,130....... 2A 40 
At., Miss. & Ohio..... 428 4 y 1,546,287 336,161 woes 21.1 4,308 23.613) 785)... 21.1 
Bur., Ced. Rap. & No. 492) ‘ 3. 1,358,744 7 ee 37.3 3.781 3,131 650... . "10 
Cairo & St, Louis..... 146 ae 938,795, 136,418... ..... 57.1 2.570 1,696) 034|..... 57.4 
Central Pacific........, 2,490 2 : 15,817,292 2,764,903 17.5 7,468 7,055 408...... 5.7 
Chesapeake & Ohio... 435) ese 1,757,377 697.200 3M.7 5,642 4,039 1,603,......0 30.7 
Chicago & Alton...... 840 77 ars 1 .128, 5,202,663 1.925.943 37.) 8AR6 6,694 1,792...... We 
Chi. & Eastern Illinois 215 151 64,... 42.6 1,170,030; 793.431 376,598 ... 47.5 5442 5,254 168 soe as 3.22 
Chi., Mil. & St. Paul...) 2,791 1,930) 861,.... 44.6 11,688,810) 8,951,862 2,736,948 ........ 30.6 4,188 4,688)... ..| 4! ws 
Chi. & Northwestern | 2,418, 2,206! 212)....) 9.6 17,808,340 14,772,478 3,125,862 ......... 212 7,816 6,696, 1,120...... 16.7 
Chi., St. Paul, Minn. | 
O., Eastern Div ..| 278 2441 34....) 14.0 1.449.480 1,125,451 323.970 ........) 28.8 5.214 4,612 602)...... Ui 
‘hi., St. P.. Minn, & | 
O., St. P. & S. C. Div - 43.5 1,346,140) 1,017,178) 328,962 .. .....) B23 2,758 2901).... | 2A 7.7 
Cin. & Springfield... asian $26,388 720,251; 106,187........! 14,710,202 8,892) 1,310)...... i4.7 
Cleve., Col.,Cin, & Ind. 4,007,564) 3,341,444 666,120 ........ 19.9 10,249 8,546) 1,703 . 19.9 
Cleve., Mt. V. & Del.. 383.804, 352.841 See 8.8 2,588 2.247) 341)......) 154 
Denver & R. G........ 3,103,420) 1,096,589) 2,006,831 ........ 182.9 6,881 3,254 3,627) 110.0 
Denver, So. Park & P. 1,690,399 766,681) 923,718 . 120.4 10,977 8,425) 2 30.4 
Des Moines & Ft. D'ge 288,028 201,169 86,859 43.2 3,420 2,395 5 45.2 
Det., Lansing & No... 1,099,315 $97.507 92,808 ... 9.5 5,048 4,914 2.7 
Flint & Fere Mar..... 1,446,323 1,080,998! 415,335 40.2 4,854 3,682 SLS 
Grand Trunk......... 9,770,805, 8,302,459) 1,468,346 17,7 7.875 6.145 0 25.1 
Great Western.... ... 4.747.444 4,108,481 638,963 15.5 9,026 7.811 1,215)......0 165 
Hannibal & st. Jo.... 2.276.869, 1,744,072 532,707 ........ 30.6 7,797 5,973, 1,824)...... 30.6 
Houston & Texas Cen) 3.207.355) 2,823,455) 473,.900........ 16.8 6329 5,591) 738)......) 13.2 
Til. Cen., Til. lines ... 5,785,953] 5,190,010 506,943 ....... 11.4 6,494 6,077 SUT] oc ccce 6.8 
lll. Cen., Iowa fines. . 1,536,242] 1,388,386 147.256 .......- Gi ¢ 10.7 
Ind., Bloom. & West. . 1,118,460} 1,054,689 63,777 . 11.0 
Inter. & Gt. Nerthern 1.707.399) 1,557.593 44,806 ........ r 7.2 
Lake Erie & Western. 1,206,222! 620,441 | [a i 75.6 
Louisville & Nash... .| 8.501.236). 5,825,575 3,175,661). 5Y. 6.5 
Margq., Hought.& Ont. 781,566 38, 568 TS a 45.1 9,088) 6,262) 2.8% | 45.1 
Mem. & Charleston. . 1,055,021 770,65 284,386 ....... 36.9 3.613 2,629) 974) . 36.9 
Mem., Pad. & No..... 96,128) 144,640 BEM Elecsvesce 34.8 1,706 1,258 s 
Mo., Kan. & Texas...) 3,804,398! 2,963,365 841,035 28.4 4,840 3,770 
Mobile & Ohio...... zi] "982.877| 1,810,850 172,027......... 9.5 3919 3,537 
Nash., Chatta. & St.L.| 1,873,453) 1,615,225 — 258,228)........ 16.0 4,349 3,558 
N. Y. C. & Hud. R.... 30,772,015 26,521,216 4,250,799 ........ 16,0 30,377 26,181 
Northern Central..... 4,556,076! 3,693,649 862,427 .... 23.3 13,976) 11,330 
Northern Pacific 2,332,356 1,889,471 23.4 3,246, 2,934 
Pad. & E*’town. ee 366.550 304,11. 20.5 1,981 1,644 
Pennsylvania......... 37,712,246) 31,166,355 21.0 20,080, 17,022 
Peo., . & Evans... 408,857 239,30: 70.9 2,129) 3,08 
St.L.,A.&T.H., M. Live 1,274,245 930,132 37.0, 6,535) 4,770 
St. L.,A.& T.H.,B. Line 599, 500,770 19.7 8,445, 7,053 
St. L., Iron Mt. & So.. 9,603,319 4,637,198 20.8, 8,180 6,770 
St. Louis & San Fran. 2,470,644 1,440,890 71.5) 4,381 3,762 
St. P., Minn. & Man .. 2 b 2,860,141 2,369, 20.7 4.587 4.194 
Scioto Valley........ 100 1OO}....24).-+Jeoe-e- 291,743 2,029 11.3 2,917 2,620 
Wab.,, St. L. & Paeific. 1,792 1,338] 454 ....| 33.9 11,373,483 8,130,160 39.9 6,347 5,076 
Wisconsin Central .. 454: 454]........./.....) 1,085,328 744,771' 290,557: ....... 39.0 2.280 1,640 
—_—- -- eee eee | comm eee | | TTT 
Total, 51 roads... ... 32,027 28,293]3,819 85)... .. 238,240,660 190,030,082 48.210,578 ..... .. bes 7,439) 6,717 
Total increase ..... .... 2. ....... 3,734 .. ‘| GN PARES es Wabes| ass vovd eens 48,210,578 | ........ | ee ee 





dull flame. Already three of these cones have been started 
near Oak, each eighteen feet high, the base of each 
touching the other. It is proposed to form them into ,one 
cone of large proportions, and let them burn all winter. 
The quantity of material in them is about 1,000 cubic yards. 
When cooled it is broken up and used for ballast. The manu- 
facturers have a contract to ballast 600 miles of road with 
When cold it resembles coal-cinder, but is 
much harder and of a reddish color. The process of manu- 
facture isan English invention, which has recently been 


appears to be impregnated with carbon, as it burns with a patented in this country.” 
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EDITORIAL ANNOUNCEMENTS. 


Addresses.— Busin«ss letters should be addressed and drafts 
made payable to THE RAILROAD GazetrTe. Communica- 
tions for the attention of the Editors should be addressed 
EpiTOR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly wnderstood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to reeommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Swubscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particuiars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, ey es- 
eye! annual reports, some notice of all of which will 

e published 


NOVEMBER EARNINGS. 


In our monthly tables this week, we have reports of 
earnings for November from 57 railroads, having, in 
the aggregate, 37,063 miles of road in 1880, which is 
16.1 per cent. more than they worked in November, 
1879, and about 42 per cent. of the total in operation in 
the country. The aggregate earnings of these roads 
increased from $22,191,167 to $26,828,495, or 20.9 per 
cent., and their average earnings per mile increased 
from $679 to $709, or 4.4 per cent. Of the 57 roads, 
only six show any decrease in total earnings, and only 
eleven in earnings per mile. In the average ea rnings 
per mile, the increase over 1879 was larger than in 
October or September, but smaller than in any other 
month of the year. In successive months the per- 
centages of increase have been : 

Jan., increase, oe per cent. 


July, increase, 9.7 per ce 
Feb , fan, re 120 pel cent. 
Mar., “6 — - | Sept., +. 3.6 
Ar. ~~ wo Oct., decrease, 0.2 
May, = 10.4 Nov., increase, 4.4 
June, me 


In 1879 our table for November (including 83 roads), 
showed an increase of 4.6 per cent. in average earnings 
per mile over 1878, and the 27 roads reporting in 1878, 
showed a slight decrease from 1877. In all these years 
traffic was heavy and rates generally good and well 
maintained in November. In 1880, however, the rates 
on a very large part of the freight (through east-bound) 
were lower than in either of the other three years. 
The increase in earnings per mile is the more satisfac- 
tory, because it is made in spite of a large increase in 
mileage. 

The largest increases (in earnings per mile) are 75 
per cent. on the Cairo & St. Louis, 6145 on the Chesa- 
peake & Ohio, 91 on the Denver & Rio Grande, 79 on 
tie Des Moines & Fort Dodge, 54 on the Peoria, Deca- 
tur & Evansville, and 373; on the Wisconsin Central. 
Notable for other reasons is the increase of 32 per cent. 
on the Central Pacific, which hitherto, for several 
years, has generally showed decreases. The Wabash. 
which now reports from a system similar, at least 
(though considerably increased), to that worked the 





year before, shows an increase of 11 per cent. More 
notable still is the decrease of 37 per cent. in total 
earnings, and of 57 per cent. in earnings per mile, of 
the Denver, South Park & Pacific. 

Seven roads in the list have a large amount of 
through trunk-line traffic. All of these show an in- 
crease, which, in the aggregate, is 1224 per cent., and as 
there was but a trifling increase in their mileage, the 
increase in earnings per mile was nearly as great— 
much more than the average for all the roads. 

The only notable disturbance of rates in November 
was that caused by the Wabash-Alton passenger war, 
which lasted all the month, and affected five of the 
roads reporting, but so small a portion of the traffic of 
the most of them that we could not expect to trace its 
effect on their earnings. 

Below we give the November earnings per mile of a 
number of roads for seven vears : 


1874. 1875. 1876. 1877. 1878. 1879. 1880. 
At., Mie: &O...0:a5es .... $463 $377 $411 $420 $488 
At., Top. & 8. F.. $229 $251 aed 429 506 667 708 
Bur., C.R. & Nor. 239 319 258 337 298 341 385 
Cairo & St. L ... 27 187 136 109 130 155 171 
Cen. Pacific .....1,007 1,069 969 989 705 633 "35 


Chesapeake & O. ... Ree anne ane : ‘ 
Chicago & Alton. 641 ° 609 543 57 589 716 38ii 
> i 2S ree aay 531 426 473 556 585 
C., Mil. & St. P.. 496 662 547 6382 468 504 499 
Chicago & N. W. 584 664 622 612 657 695 711 
Cin., Ham. & D... 708 742 606 547 587 596 675 


ne neectes's 830 834 628 
C.,C,C.& Ind.. 83 904 939 
O, mk Vi Me OE. ass. 


Denver & R. G... 253 243 


Flint & P. M...... 409 aa és 

G.,H. & San An. .... Pee oer 681 631 666 
Georgia.......... 620 614 619 392 434 553 
Hannibal & St. J. 612 573 = 523 711 665 699 
Til. Cen. in I.... 732 814 609 583 575 610 
lil. Cen. in Iowa. 380 495 362 318 350 407 
Ind., B. & West.. ... 411 272 442 435 456 
Int. & Gt. Nor.... .... 411 468 454 465 461 
Louisv. & Nasnv. 552 527 519 6.8 623 06 
Mem. &Churles.. ... er 414 449 477 
Mo., Kan. & Tex. 382 413 367 493 472 


Mobile & Ohio... 





Nash., C. & St. L. 5 56 
Nn. YC. 83.38... i Bae aes 
Northern Cen.... 1,362 1,345 1,143 
Paducah & Eliz.. . ee cas 177 
Pennsylvania . 1,917 1,886 2,068 1,717 
St. L.. A. & T. H. 

(Belleville line). 661 714 685 663 722 739 959 
Do. (main line).. .... synch ase eters 392 518 562 
St. L., I. Mt. & S. 493 628 658 669 782 959 915 
aL. é8.F..... os 385 345 363 411 453 
Scioto Valley.... ~ ee cs 139 275 263 288 


Here the November earnings of 36 roads are given 
for the last three years,“of 31 roads for the last four 
years, of 29 roads for the last five years, of 26 for the 
last six years, an? of 21 for the last seven years. Of 
the 21 reporting for seven years nine had larger earn- 
ings in 1880 than in any other of the six vears—the 
best evidence of decided prosperity. In 1880, 29 roads 
out of 37 had larger November earnings than in 1879, 
30 out of 36 larger than in 1878. 25 out of 32 larger than 
in 1877, 22 out of 30 larger than in 1876, 14 out of 26 
larger than in 1875, and 11 out of 23 larger than in 
1874. Among those that had larger earnings per mile 
in 1874 than in 1880 are several important roads—the 
Central Pacific, the Chicago, Milwaukee & St. Paul, 
the Cincinnati, Hamilton & Dayton, the Georgia, the 
Illinois lines of the Mlinois Central, the Mobile & Ohio, 
end the Pennsylvania. But on most of these the per- 
centage of working expenses has fallen so that the net 
earnings in 1880 were probably the largest—in some 
cases much the largest. 

For the eleven months ending with November. our 
table has reports from 51 railroads, having in 1880 inthe 
aggregate 32,027 miles of road, which is 3,734 miles, or 
13.2 per cent. morethan t hey worked the preceding 
year. These roads earned $238,240,660, which is $48,- 
210,578, or 25.4 per cent., more than they earned the 
year before, and their average earnings per mile of 
road increased from $6,717 to $7,439, or 10.8 per cent., 


which, especially considering the large amount 
of new road, is a very’ large’ increase. 


Last year 30 railroads reporting for the eleven months 
showed an increase of 113 per cent. over 1878 in their 
average earnings per mile, and 89 roads whose returns 
for 1877 and 1878 we published May 23, 1879, showed 
an increase in 1878 of 4.9 per cent. over 1877 in aver- 
age earnings per mile for the whole year, which shows 
how much greater the increase was last year than it 
has been before. 

Of the 51 roads reporting in our table for the eleven 
months, not one earned less in 1880 than in 1879, and 
only four—the Atchison, Topeka & Santa Fe, the 
Chicago, Milwaukee & St. Paul, the St. Paul & Sioux 
City, and the Peoria, Decatur & Evansville—have 
smaller earnings per mile, which in every case is plainly 
attributable to a great increase of new road with 
light traffic, the roads all being more profitable than 
ever before. Very large increases are reported by sev- 
eral roads: by three more than 50 per cent., by six 
more than 40, and by eighteen more than 25 per cent. 
in earnings per mile. An unusually large number of 
Southern roads (eleven) report, showing rather less 
than more than the average increase. 

Nine roads largely engaged in carrying through 
freight between the East and the West, and which had 














5,926 miles of road in 1879 and 31 miles Jess in 1880, 
earned in the latter year 21.4 per cent. more. Having 
21.8 per cent. of all the road reporting, they gained 31 
per cent. of the aggregate increase, and their average 
earnings per mile increased from $11,785 to $14,383, or 
22 per cent. The average of all the other roads, which 
had an increase of 16.8 per cent. in their aggregate 
mileage, increased from $5,374 to $5,872, or 91g per 
cent. 2 : 

On the trunk lines and their immediate cor nections 


the increases varied only from 15.5 per cen’. (on the 
Great Western) to 17.90n the Pennsylvania. Almost 


everywhere the increase has been so great that no 
road has cause to envy its rivals. 

Reports for December, so far as received, show a 
continuance of increasing earnings. December was 
an extraordinary month for earnings in 1879, how- 
ever, when the rates on east-bound freight were 
higher than in 1880, and the average increase of 42 
railroads was 18.8 per cent. in earnings per mile 


over 1878. Simply equalling last year’s earnings 
will be doing exceedingly well, but __ traffic 
has generally been considerably larger, and 


enough so, doubtless, to more than make up for 
the lower rates. There is now good promise of a 
heavy winter business; and besides the heavy grain 
and provision traffic from the West to the seaboard 
usual in the winter, there are likely to be considerable 
shipments of anthracite from the East to the West 
—a business which heretofore has scarcely existed in 
winter. This year there is a short supply in the 
West (owing partly to the unexpected closing of navi- 
gation), and though very low rates must be accepted 
for such freight, yet as it will be carried chiefly in 
grain cars which otherwise would be hauled back 
empty, the receipts will be nearly all so muchaddition 
to the net profits. 


THE LAW OF PREFERENCES. 


The fiscal arrangements of the large companies have 
become, in recent years, so complex as to give rise to 
very novel and intricate questions upon the relative 
rights of various classes of holders of preferred bonds, 
or shares, when the time for considering an annual 
division of profits arises. What is the legal effect of 
creating preferred stock, or issuing bonds with pre. 
ference? And in what order can the various holders 
claim to share in earnings? It is not practicable—at 
least not in an article—to formulate any general prin- 
ciple covering the subject. The rights are governed 
primarily by the terms and conditions of the contract 
or arrangement by which the preference is declared. 
The particular stipulations under which a preferred 
stockholder paid for his shares have more to do with 
determining his preference then any general rules of 
law. But a brief statement of very recently reported 
decisions in this field will be of interest. 

The principles that a preference cannot be created in 
favor of one class of shareholders over another without 
the assent of the latter, but that such assent need not 
be given by formal vote, is illustrated by a recent 
decision of the New York Court of Appeals. The cor- 
poration in question was a mining company ; but the 
plinciples involved are equally appticable to railroad 
or other stock corporations. The general facts were, 
that the Quicksilver Mining Company was organized 
in 1866, under a special charter, and with a capital 
stock of ten millions in shares of $100 each. The 
entire stock was issued in one certificate to the Presi- 
dent and Treasurer, the reason: being that the company 
was organized to buy out a Pennsylvania mining com- 
pany, and it was desired that the President and 
Treasurer should, in turn, distribute the new shares 
among the holders of the old, in payment for the 
property of the old company. Thisdistribution was 
made. Sometime (two or three years, apparently) 
after the organization of the new company, the 
proposal was mooted, in a stockholders’ meeting, 
to raise additional working capital by calling 
in shares, at the option of holders, and issuing 
instead preferred shares, for which, however, the 
takers should pay a bonus. About three-quarters of 
the shares were represented at the meeting, and the 
vote in favor of the plan was unanimous. Resolutions 
were passed that the Treasurer should receive subscrip- 
tions for preferred stock ; that such stock should be 
issued only to holders of original stock, and upon their 
surrendering it and paying $5 per share; that the 
original shares, a3 surrendered, should be canceled ; 
and that the preferred stock should be entitled to draw 
7 per cent. interest annually out of the net earnings, 
and any surplus of the earnings remaining should be 
divided between the preferred and the common stock. 
This arrangement was fully carried into effect. Nearly 
half the shares were surrendered, and preferred shares 
taken and paid for instead. The two kinds of stock 
were introduced at the New York Stock Exchange, and 
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were often bought and sold under the two designa- 
tions, ‘‘ Quicksilver common” and ‘ Quicksilver pre- 
ferred”; the latter always bringing the higher price. 
For four or five years no protest was made nor 
suit brought by any stockholder adverse to this 
classification of the stock. At length, however, 
dissatisfaction arose, and three suits, representing. 
different claims, were instituted. They brought for- 
ward chiefly these two questions: 1. Had the corpor- 
ation power to change the character of the stock? 2. 
Could stockholders, after so long acquiescence, object ? 
Upon the first question, the view taken by the Court 
of Appeals is, that the company might, when it first 
offered to receive subscriptions, have offered its shares 
in the two forms, common and preferred ; but that 
after shares had been subscribed and taken, there 
remained no power in the corporation to.change their 
character. The rights of each shareholder were fixed 
by the by-laws as they existed when he subscribed and 
paid for his stock. Shares of corporate stock give the 
holder a fixed or vested right in the division of the 
profits or earnings of the company while it exists, and 
of its assets when dissolved. That right cannot be 
taken away from any shareholder, without his assent. 
by the vote of other owners, unless a right to make a 
change has been in some manner reserved beforehand. 
It 1s very true that stock corporations have some 
power of borrowing money; but, when they 
do so, they must charge all shares alike with the 
burden. It is very true that corporations can change 
their by-laws ; but this power does not extend to mak- 
ing changes which impair vested rights or violate gen- 
eral principles of law. It is very true that corpora- 
tions have some power of increasing their capital ; but 
the Quicksilvcr arrangement was not an increase of 
capital. The number of shares and their nominal 
value remained the same. Therefore, when the reso- 
lutions were passed, they were obligatory only upon 
those who attended the meeting and voted for them; 
the absent minority were not bound by the vote. But 
upon the second question the decision is that the mi- 
nority did afterward become bound by their acquies- 
cence in the change. All the arrangements were pub- 
licly made, and must have been known to all share- 
holders who gave any proper attention to affairs. A 
large sum had been drawn into the company’s treas- 
ury in payments for preferred stock, and this stock had 
been freely bought and sold in the market. It would 
be unjust to the holders of it to remand it, after four 
years of quiescence, to an equality with the common 
stock. 

A recent decision of the United States Supreme 
Court shows the authority and disposition of courts of 


justice to protect a preference by declaring and en- 


forcing a lien in favor of the claimant when circum- 


stances render such course just, even though the con- 


itract creating the preference does not say in so many 
words that there shall be a lien. Before the war, the 
Pacitic Railroad Company of Missouri was chartered 
und built about 200 miles of road, under arrange- 
ments by which the state loaned bonds in aid of the 
enterprise, and had, for the time being, control of the 
earnings of the road by way of security. The earnings 
were in charge of a ‘“‘ Fund Commissioner,” appointed 
on behalf of the state. During the war a raid devas- 
tated the road, and after the war was over the com- 
pany memoralized St. Louis County for a loan of 
county bonds to enable it to rebuild and extend. The 
memorial said : ‘* We believe that the earnings of the 
road will soon pay off the loan.” It did not, however, 
in terms, promise that the bondholders should have a 
lien upon the earnings. The county authorities ex- 
pressed willingness to make the loan if the county could 
be justly secured: and thereupon an act of the legis- 
lature was passed, saying that the county might lend 
seven hundred county bonds (of $1,000 each) to the 
railroad company, and directing the Fund Commis- 
sioner—who was, all this time, receiving the income 
of the road, to pay into the county treasury, out of the 
earnings of the read, $4,100 to meet the interest on the 
bonds. This act was accepted by the company and it 
received and sold the bonds. Subsequently, however, 
the company executed mortgages upon its entire 
property. One of these mortgages was foreclosed, 
and the claim was then advanced on behalf of the 
holders of the county bonds that their preferential 
rights ought, in justice, to be recognized to the extent 
of ordering that they should be paid in advance of 
mortgagees. The Supreme Court holds this claim to be 
well founded. The opinion reviews the complicated 
circumstauces under which the bonds were sold, and 
shows that, although the parties failed to say so ex- 
plicitly, yet the intention of the railroad company. the 
county and the legislature evidently was to make a 
specific appropriation of the earnings of the road for 
the payment of the bonds; the prior right of the state 
even having been waived for this purpose. This being 


the intention, courts of justice have power to carry it 
into effect, not only against the railroad company, but 
also against those who had notice of the circum- 
stances when they bought bonds afterwards issued. 
And as the transaction was public, and embodied in a 
law of the state, all persons must be deemed to have 
had notice of-what was done. 

There is a noteworthy pair of decisions by the 
Supreme Court upon the question what reservations 
of money may be made, by the direction, from the 
gross receipts of the year, for various heads of ex- 
penditure, in cases where preferred stock or bonds 
have a claim upon the entire net earnings. In other 
words : What may be deducted for expenses in ascer- 
taining profits or net earnings, when there exists a 
special contract pledging the profits or net earnings 
as a security or sinking fund for a favored class of 
stockholders or creditors? In absence of any such 
contract the general understanding is that declaring 
dividends rests in the discretion of the board; the 
directors may reserve whatever portion of earn- 
ings seems needful to be applied toward improvement 
of the road, as well as for actual operating expenses. 
And there are familiar and well established rules for 
computing net earnings where no _ preferential 
claim upon them is advanced. But suppose the 
‘net earnings” have been, by the terms of issuing pre- 
ferred shares or bonds, specifically appropriated—how 
far does such fact modify the powers and duties of the 
board? One of the Supreme Court decisions upon this 
subject will be well remembered as involving the Union 
Pacific Railroad. The land grant and loan of govern- 
ment bonds made to that company were upon a con- 
dition that 5 per cent. of the net earnings of the road 
should be applied toward paying the bonds. When 
the direction came to compute earnings the directors 
claimed to deduct from the receipts not only ordinary 
disbursements for working and maintenance, but also 
the expenses of keeping up the land department, with 
its surveys, offices, negotiations and accounts, and also 
payments of interest on indebtedness. But the Supreme 
Court said that the land department must be laid out 
of view altogether, in computing the net earnings; the 
proper way was to deduct from the aggregate of fares, 
freights, and sums earned by transportation for gov- 
ernment, the expenses of operating the road and 
making ordinary improvements and repairs, but not 
deducting interest on. indebtedness. The other 
decision involved the Erie Railway under 
former management. To obtain additional capital the 
holders of stock and bonds united in an agreement that 
some new preferred shares should be issued which 
should draw preferred dividends out of the net earnings 
of the road. Subsequently the company incurred un- 
usual expenses in leasing certain auxiliary roads and 
in borrowing money which was expended in repairs 
and equipment ; and the fiscal condition, in one year, 
was such that if all these expenditures were to be de- 
ducted from the general receipts, there would be little 
or no residue for even the preferred stockholders. One 
of them, therefore, filed a bill claiming that the leased 
roads and the borrowed money ought to be laid out of 
view in determining his rights. He was entitled, he 
said, to such dividend as could be declared from the 
receipts of the road as it existed when he loaned his 
money, after deducting ordinary current expenses of 
operating. But the decision was that the contract 
with the preferred creditors did not forbid leasing 
branches or improving the property. The road, 
branches and all, must be considered as a whole ; its 
entire receipts, as it existed from time to time, should 
be ascertained, and the entire expenditure actually 
made in carrying it on should be deducted in ascertain- 
ing the net earnings. 

The subject of computing annual income where 
branches are in question is presented in another aspect 
by a group of cases just reported from Georgia. The 
tax payable upon certain railroads was limited by law 
to one-half of one per cent. of annual income. The 
Supreme Court said that the percentage must be com- 
puted upon the actual gross earnings of the road, irre- 
spective of whether it were operated independently or 
were leased to and formed a branch of another com 
pany. Even if leased, the annual rent was not its an- 
nual income; if such a rule were allowed, the com- 
panies could easily evade taxes at nominal rents. Each 
company, however operated, must pay a tax propor- 
tioned to its real receipts. 


An Index to Inventions and Discoveries. 





In the Report of the Commissioner of Patents for the year 
1879, which has just been published, he recommends “ that 
provision be made without further delay for the prepar- 
ation of a general analytical index of inventions and dis- 
coveries.” He calls attention, too, to the fact that thirty 





yearsago Commissioner Ewbank, in his annual report for 


1848, urged this subject upon the consideration of Congress. 
In that report he said: 


‘However serviceable to applicants the appointment of 
examiners has proved, the system of search is necessarily 
defective for want of such a work. It is impossible in every 
case that comes before them to wade through the numerous 
treatises, journals, foreign and domestic, encycloy dias, 
etc., and the piles of specifications and caveats in the oftice. 
Their whole time would not suffice for this. Yet, to 
arrive at a safe conclusion, the contents should he 
known to them. Patents have been issued for de- 
vices already figured and described in popular journals. A 
general and analytical index only can prevent this. For 
want of it the labors of the examiners result in no perma- 
nent advantage to the public, the office, or to inventors, other 
than those on whose inventions they pass. No results are 
recorded, and hence (except when the memory of an exam- 
iner supersedes the necessity), the same routine of reference 
to serial and standard works, to models, specifications, ctc., 
is, without ceasing, repeated. * * * 4 

“It would be difficult to overrate the sving of time, 
money, material, and mental expenditure that |would accrue 
to the country if the ingenious had the means pf readily as- 
certaining what has been done in the lines of their specula- 
tion. A very inadequate idea may be gathered from the 
number of applications for patents rejected and suspended 
yearly for want of novelty or merit. In 1848 there were 
968, and in 1849 over 1,400. Yet cases that came under 
the notice of this office constitute but a small part of the 
abors of those who sacrifice years in unfruitful researches 
for lack of information which an index of inventions would 
give them. 

‘*In a pecuniary point of view, such a work is therefore 
mest desizable in this office, to inventors, and the public at 
large. When madeaccessible to popular reference it will be 
the saving of millions. No state paper could surpass it in 
importance, nor in lasting value. Tiil it isdonea majority 
of applicants for patents ‘oust continue to meet with some 
disappointment. The only safe rule with them is always to 


make themselves acquainted with what has 
been attempted before incurring any serious outlay. 
They should never presume that their devices 


have not entered other heads than their own until, by a 
searching inquisition on every hand, the presumption 1e- 
mains in their favor unimpaired. No better advice than this 
can be given them. But how are they to follow it? Nine- 
teen-twentieths have few or no reliable sources of informa- 
tion within their reach, and not one in a hundred can afford 
the expenses of a visit to Washington, and a residence there 
for the purpose of consulting the office records and library.” 
Commenting on the recommendation of his predecessor 
the present Commissioner says : 

‘Each succeeding year has augmented the force of most 
of the reasons suggested by Commissioner Ewbank for the 
preparation of this index. It is impossible now to estimate 
the advantages which inventors, the public, and this office 
would derive from such a work if it was in the hands of the 
examiners and accessible to the public. The saving of time 
and mouey which would result from its use to the oftice 
would be immense. It is, of course, impossible to estimate 
the millions that would be saved to inventors, and to those 
who use inventions, if the knowledge which it would furnish 
could be accessible to them.” 

There are abundant reasons for believing that) neither 
Commissioners Ewbank nor Paine have at all exaggerated 
the value of such an index as they have recommended to be 
made In fact, as their language indicates, there are no 
means of estimating it which on examination do not appear 
to give inadequate results. 


What is also quite singular is that such an index would be 
valuable not only tothe Patent Ottice, but equally so to in- 
ventors, and, perhaps, more than all, to the users of patented 
inventions. 


Such an index, in fact, should be complemental to the 
patent law itself, and without it it is impossible to carry out 
the theory on which the law is based, and this failure in- 
evitably works great injustice to the community, misleads 
inventors and results in a great waste of their time, money 
and thought, which is not discovered until after expensive 
litigation has thrown light on what an index to inventions, 
discoveries and the arts generally would have revealed. 

The law specifies that patents are granted for the discov- 
ery of ‘any new and useful art, machine, manufacture, or 
composition of matter.” In the Railroad Gazette of Jan. 8, 
1879, the distinction was shown between the theory on 
which patents aud copyrights are based, a distinction which 
often does not seem to be recognized by writers on 


the subject. A patent is granted for the first dis- 
covery of a new and useful art, ete., “just as 
great prizes of money were in other days fitly 


offered for means of finding the longitude at sea, for the dis 

covery of short roads to the Indies,” etc. That is, the state 
says in effect that in order “to promote the progress of 
science and useful arts,” it will grant to the person who 
first discovers a new and usetul art, etc., the exclusivé 
right to his discovery for a limited time. It must be ab- 
served that the newness, or more accurately, the 
firstness—to coin an adjective—is an essential feature 
contemplated by the law. It is as though the government 
of Colombia should enact a statute for the promotion of com- 
merce, and say thatit would grant a right for a limited 
time to collect toll to any one who should first discover a 
“new and useful” route for a ship canai across the Isthmus 
of Darien. A patent, in cther words, is a right granted for 
first discovery, its object being to stimulate inveption by 
offering prizes of this description. It should be 
observed that the law confers no rights on the second dis- 
coverer. He has no more rights than the second horse ina 

race. As stated before, a patent is a premium which the 
State offers for the firstness of an invention, «nd without 
this quality of priority it confers no privileges on the inven- 
tor. He may spend years of labor and thousands of dollars 
in perfecting a machine, but if any other person shoul i do 
it one day earlier, the law would not give the second inven- 
tor any rights or privileges, although the first one might not 
have spent half, or in fact any, thought, labor or money in 
making his discovery. 





It would seem, then, that to esrry out the theory of the 
patent law Congress should provide the most effective 
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means for determining this element of newness, or priority | or exactly what preliminary legisiation is needed, it is per- | It does not appear that these councils will have any author- 


of inventions. To do this, such an index as is proposed is| haps premature to say, but it would be proper for all the jity whatever; they cannot make or change rates, or prescribe 


absolutely essential. To say,as the statute does, thatcertain | engineering and scientific sccieties to umte in urging some 


the way in which the community shall be served, or do any- 


privileges will be granted to the first discoverer of any new action on Congress. | thing except offer their advice. and bring public opinion to 


and useful art, etc., and then not make adequate provisions 


for determining whether the discovery has the essential fund each year will leave no room for the objection that | enormous. 
element of priority, makes the whole theory of the law in-|the work will lay any new burdens on the people. The|refuse to take their advice without 
operative, just to the extent that those who administer it | balance on account of the patent fund in the United States | good reasons for it, 


The fact that the Patent Office is accumulating a surplus | 


bear. But it is easy to see that their influence might be 
The railroad administration would hardly 
giving very 


and it would be compelled 


are unable to determine whether an invention is new or | treasury on the first of January, 1880, was $1,420,806.56. | to consider it, which in such cases is a great point gained. 


not. In fact, some of the most serious objections to the | This bas been derived from the fees 


patent laws grow out of this fact,that for the want of proper 
facilities the commissioner is unable to tell whether 
an inventionis new. The consequence is that patents are 
granted for old devices, duplicate and conflicting claims are 
allowed to different persons, and, worse than all, hundreds 
and thousands of inventors expend vast amounts of time, 
thought, labor and money on inventions which a very brief 
examination of such an index would show to be old, and on | 





which no _ valid patent can be obtained. 
opposition to the whole system is the result, | 
very largely, of the annoyance’ which manu: | 


facturers, corporations and especially railroad companies 
are subjected to by demands made for the use of devices 
which are old, but which are claimed as new discoveries, 
and which an index of technical literature would soon show 
to be old. With such an index probably many of the 
patents complained of would never have been granted at 
all. It would be one of the most effective means of self- 
protectioy against what Mr. Raymond, Secretary of the 
Western Railroad Association, ealls the ‘ blackmailing of 
patent sharks who present frivolous and invalid claims.” 

Those persons who have never had any experience in such 
work have no idea of the magnitude of the task involved in 
miking an investigation of the novelty of un invention. 
A few hours expended in the Astor Library might give 
them some slight conception of the work required 
to go through the countless volumes of periodical lit- 
erature, the numberless scientific books, the rows of re- 
ports of scientific associations, and the scattered copies of 
sporadic pamphlets, which are like the leaves of the forest in 
number. It is a saying among patent experts—which like 
most maxims is not entirely true—that any patent can be 
proved invalid for want of novelty, if only the parties inter- 
ested will spend enough money to make a sufficiently ex- 
tended search, and lawyers would generally much prefer to 
be on the side of the defendant in a patent case than on that 
of the plaintiff. 

It should not be supposed though that an index of inven- 
tions and discoveries will be of service only in aiding those 
who use or make patented articles to show that inventions 
are not new. Inasmuch as the law only contemplates grant- 


ing patents to the first inventor, it is obvious 
that no others are entitled to the benefits 
which it confers. It of course happens that an 


inventor often honestly but’ ignorantly believes that he is 
the first discoverer, when sufficient investigation would show, 
as it often does after he gets into court, that he is not. To 
such the index would be very useful. More than that, if it 
were made, asit probably should be, a topical index to all 
technical literature relating to the ‘useful arts, machin- 
ery, manufacturers or composition of matter,” its use 
would not be confined toinventors alone, but it would be of 
the greatest value to all who are engaged in making investi- 
gations, or are searching for knowledge in the field of applied 
sciences or inthe useful arts. With reference to the liter- 
ature of these it would confer a certain degree of omnisci- 
ence on any one disposed to consult it. It would lay before 
him all that is known or has been done of which any record 
exists in the books of the Patent Office library. It would be 
an aid to invention, as well asa protection against invalid 
patents. 

The rapid growth and the increasing complication of in- 
ventions, and the claims for them, makes some work of this 
kind more and more needed each year. Some of the patents 
recently granted are almost appalling in the length and 
complication of the specifications. A recent one on a tele- 
phone system has forty-five different claims, all of unusual 
length and covering nearly three pages of the Official Ga- 
zette of the Patent Office. There is no reason for believing 


that this tendency will be lessened, but rather that it will | 


increase. The number of expired and = un- 


The | A German Plan to Bring the Influence of Shippers | 





paid by inventors. | 
They have, therefore, a clear right to demand that it shall | 
be expended for the benefit of the class who paid it. } 

Probably there would be little difficulty in securing the | 
required’ legislation, if the persons and the associations | 
interested in it could be induced to unite their efforts in | 
accomplishing it. 





| 
} 


to Bear on State Railroad Management. 





With the concentration of the railroads of a country in a | 
single authority, even if it te the state itself, the difficulty cf 
making public opinion felt becomes greater: because the | 
customer of the railroad cannot offer to transfer bis business | 
from one line to another in consideration of better | 
treatment. And a state management (if it is not shame- 


| fully ineffective) must necessarily be through a corps of 


officials and employés with permanent tenure during good | 
behavior, having few interests in common with the bulk of 
the customers of the railroads, especially the shippers of | 
freight. This seems to have been recognized in Prussia, | 
where most of the important lines have been attached to | 
the state system, anda remedy for it is sought by a bill | 
pending which purposes to establish a system of ‘railroad | 
councils.” 

These proposed ‘railroad councils” are to consist of six 
‘district cotncils” and a “national council.” The _ bill | 
gives as the object of these councils “advisory co-operation | 
in railroad questions of railroads worked by the state.” The 
“district councils” will advise with the state ‘railroad | 
directories,” each of which works a system of roads of from 
about 900 to 1,500 miles. The ‘national 
cil” advises with the general management of 
state railroads. The councils are to be 
of representatives of commerce, manufactures, agri- 
culture, and forest industries, and the number from 
each industry for each council is specified in the bill. The 
members will be appointed on the nomination of the cham- 
bers of commerce and the agricultural societies, for the 
term of three years, and the same persons may be members 
of several councils at once. Thestate railroad directories are to 
consult the district councils on all important questions which 
affect the transportation interests of their districts, or any 
parts of them, and especially concerning important changes 
in time-tables and rates, and the councils may present their 
advice and require an answer without being asked. The 
chairman and vice-chairman of each council are appointed 
by the Minister of Public Works. 

The national council will consist of a chairman and vice- 
chairman appointed by the King; of one commissiouer each 
from the Minister of Public Works, the Minister of Com- 
merce and Industry, the Minister of Finance, the Minister 
of Agriculture, Pubiic Domains and Forests; of three mem- 
bers from each House of Parliament, and three substitutes 
for these members, and of representatives from designated 
administrative districts, provinces, and cities (some one, some 
two, and some three each), amounting in all to 29, 
making the whole council consist of 41 members, besides the 
substitutes. The city, district and province members will 
be chosen by the district councils for such city, district or 
province, from persons connected with agriculture, forestry, 
commerce and manufactures in such territory. ‘lhe Minis- 
ter of Public Works may appoint experts to act with the 
council in special cases. 

To this national railroad council will be submitted for its 
opinion the government proposals for standard rates for 
passengers and freight ; the general regulations at to the ap- 
plication of the rates ; the regulations concerning granting 
or refusing special or differential rates ; and proposals for 
general changes in the operating and road-police regulations, 


coun- 
the 
composed 


known patents, of course, is receiving a progressive addition | in matters not technical. It must also give its opinion on 


each year. The flood of technical literature rises higher and 
higher with the advance in knowledge and the increase in 
population, so that it will soon become almost entirely im- 
possible to know whether an invention is new or old, unless 
some index is provided as a guide. 

To engineers, manufacturers, investigators, authors and 
editors of technical journals such an index would be a uni- 
versal encyclopedia, which would indicate where any exist- 
ing knowledge can be found. It would be as useful asa 
compa~ssin a wilderness, or as a magnet, if there were such, 
that would indicate the locality of precious minerals buried 
below the ground, 


| 





The work will of course be one of very great magnitude, and | 


which only the national government or some one or more 
persons of immense wealth could undertake and continue. It 
will be necessary, of course, to form a library of technical lit- 


erature as complete as possible. This would then require to be | 


indexed, and the process continued indefinitely on the cur- 
rent accessions which are and will be added each year. This 
will make it a perpetual work, which only the general gov- 
ernment of a great nation could he expected to maintain. 

It is, of course, true, as the present Commissioner says, that 
a work of such magnitude should not be undertaken without 
a most thorough consideration of the method to be adopted 
for its accomplishment. Precisely how this should be done, 


} 


| agriculture or forestry; Pomerania three of trade or manu- | 


all important questions concerning the traffic of the railroads 
when the Minister of Public Works requests it, and it can 
volunteer its opinion and require the Minister to answer. 

The proceedings of this council, with an account of the 
action taken on its advice, will be laid before Parliament by 
the Minister of Public Works. 

The members will receive 15 marks (33.65) a day for the 
time engaged in the sessions and in traveling to and from 
them, and their railroad fares, where they do not get free 
tickets, as they will on the government roads. The members 


| of the district councils, apparently, are not to get any pay. 


The composition of each district council is prescribed by 


the law, so many of such occupations, from each designated | 


For instance, the Berlin council will 
16 representing trade and manu- 


partof the district. 
have 30 members, 
factures and 
‘‘forest industry.” Of these Brandenburg must supply three 
representatives of trade or manufactures, and five of agri- 
culture or forestry; Berlin three of trade or manufactures: 
Silesia three of trade, three of manufactures, and four of 


factures and four of agriculture or forestry: Saxony one of 
trade or manufactures and one of agriculture or forestry; 
and so with all the other district councils, which vary in the 
number of their members from 24 to 40. 


14 agriculture and the timber trades, or | 


Morever, the railroad officials, instead of having to argue 
each point concerning proposed changes in the public inter- 
est would deal almost exclusively with a limited and pre- 
sumably well informed representative body of shippers, to 
whom the individuals could prefer complaints and suggest 
changes, and who thus would be in a_ position to 
know whether there was really any popular demand for any 
of the things proposed. As things now ave, two or three 
loud-mouthed and persistent persons may create the appear- 
ance of a popular demand for what really may be only favor- 
able to their particular interests and quite opposed to the in- 
terests of the community and not desired by it. 


Record of New Railroad Construction. 





This number of the Railrvuad Gazette contains informa- 
tion of the laving of track on new railroads as foliows: 

New York & New England.--Extended from Danbury, 
Conn., west to the New York line, 6 miles. 

Peoria, Decatur & Evansville.—Extended from Parkers- 
burg, Ill., south to West Salem, 6 miles. Also on the south 
ern end track has been laid from Evansville, Ind., northwest 
to Perryville, 18 miles. 

Toledo, Delphos & Burlingion.—Extended from Green- 
town, Ind., west by south to Kokomo, 11 miles. Gauge, 3 
feet. 

Sedalia, Warsaw & Southern.—Completed from Sedalia, 
Mo.,. southward to Warsaw, 42 miles. 

Kansas City, Ft. Scott & Gulf.—The Rich. Hill Branch is 
extended from Rich Hill, Mo., east to Carbon Centre, 5 
miles. The Ft. Scott, Southeastern d& Memphis Branch is 
extended from Lamar, Mo., east by south to Golden City, 7 
miles. 

Burlington & Missouri River in Nebraska.—The Republi- 
can Valley Line, Eastern Division, is extended from Ches- 


| ter, Neb., east to Hubbell, 7 miles. 


This is a total of 102 miles of new railroad, all built in 
1880, and bringing up the total reported thus far for that 
year to 6,241 miles. 

THE New YORK GRAIN TRADE for the past four years is 
briefly summarized in two little tables of the last issue of 
the Produce Exchange Weekly, which we further abridge 
and give below, pending the fuller statements, including 
the business of other cities, which will come later. 

Receipts and exports at New York for four years (two 
days lacking from 1880) have been as follows, including all 
grains, and flour and meal reduced to bushels : 





1880. 1879. 1878. 1877. 
Receipts...... 171,776,749 164,014,479 152,728.734 102,233.498 
Exports... ..135,204,800 124,350,932 109.445.579 62,677,836 
Difference.... 36,571,949 39,663,547 43,283.155 39,555,662 


The receipts this year were 4.6 per cent. more than in 


1879, 12.5 more than in 1878, and 68 per cent. more 
than in 1877. Its exports were 8.7 per cent. 
more than in 1879, 23.5 per cent. more than in 
11878, and 117 per cent. more than in 1877. The 


excess of receipts over exports has varied comparatively 
little, but was smal/er in 1880 than in any of the other 
| three vears, showing that New York does not increase its 
business in the way of supplying the demands of the sur- 
rounding country, but that the growth of its grain trade de- 
pends entirely on the export trade. The exports, from be- 
ing 61 per cent. of the receipts in 1877. rose to be 7887 per 
cent. of them in 1880. 

We may add to this taat for the year, lacking one week, 
the receipts of the seven Atlantic ports (grain and flour) 
show a decrease of 3,040,000 bushels, which is about 3 of 1 
per cent., and the aggregate receipts of the places outside of 
| New York fell from about 195,000,000 bushels in 1879, to 
185,500,000 in 1880, or more than 10 per cent.. New York 
| getting 547, per cent. of the whole in 1880, against 457¢ in 
|1879—certainly a notable gain, and made in spite of a large 
| growth of grain business at New Orleans, and considerable 
| ones at Montreal and Boston. Its increase in its percent- 
’ exports has been still greater. 





| age of the total 
ErreE EArRnNtnGs for October, the first month of the fiscal 
| year, are reported as $1,899,910, which is 10%¢ per cent. 
|more than in the corresponding month of last year. The 
| working expenses were but 14 per cent. greater. and the net 
earnings increased from $715,722 to $886,504, or $170,782, 
| which is 24 per cent. The New York Central gross earnings 
|for the same month increased 6%4 per cent., the Pennsyl- 
| vania’s 10.4. The Erie thus gained much more in propor 
| tion than either of the others. 
| For four successive years, the October earnings of this 





road have been: 

1877. 1878. 1879. 1880. 
| $1,465,133 $1,205,755 $1,713,697 $1,899,910 
Thus the comparisons with previous years are very much 
| more favorable than that with 1879, the increase over 1878 


| being not less than 5714 per cent., and that over 1877 about 
| 30 per cent. 


NEW PUBLICATIONS. 








| Engineers who read French may be glad to know that the 
Annales des Ponts et Chaussées, one of the oldest and most re- 
spected engineering journals in the world, having been pub- 
lished ever since 1831, and being the official organ of the 
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French Corps des Ponts et Chaussées, which is the oldest official 

corps of civil engineers in the world, and doubtless the must 

influential, will hereafter appear in a form more welcome 

to foreigners. Heretofore a part of each monthly number 

has been devoted to ‘“ memoits and documents relative 

to the art of construction,” which are of general 

interest, and another part to “laws, decrees and 

other acts of the administrative or judicial authorities in- | 
teresting the service of the Corps of Pouts et Chaussées,” and 

the latter is much the largest, for eleven months vf 1879 

covering 1,204 pages, against 464 of the other part. 

The two parts have always been paged separately, but 
stitched together, and subscriptions were received only fcr 
the whole. Beginning with 1881 the parts will he stitched 
separately and subscriptions received for either, and for the 
first part, **‘ memoirs and documents,” the subscription price 
for foreign subscribers is 22 francs a year—about $4.40, 

And we may say just here that it is just as easy-to subscribe 
fora foreign paper as for an American one, if you know the 
price with postage and the publisher’s address. Any one 
wanting the first part of the Annales can get it by sending a 
French postal money order for 22 francs to ‘‘Dunod, 49, 

quai des Augustins, Paris.” The publication is an octavo of 
a varying number of pages, with folded lithograph plates, 

It treats largely of railroads, but not so much so as the 
Revue générale des chemins de fer, which has become very 
good and valuable: but the Annales gives much attention 
to bridge construction, earth-works, harbor improvements, 
and similar constructions, which the Rerve does not touch. 

The articles are usually long, more like society papers, than 
anything else we can compare them to. As an example 
the contents of the last number received (November) are: 
An obituary of an eminent officer of the Corps (11 pages); 
on the ice gorges of the Seine in the winter of 1879-80 (22 
pages); ice in the Sadne, 1879-80 (28 pages); “‘ report on the 
different systems of signals in use and the application of 
inter-locking apparatus for the protection of junctions ” (43 
pages), the latter by the Assistant Superintendent of the Or- 
leans Railroad, and made to the government. Then follow a 
few pages of engineering news (two notes, one an abstract of 
the report on Tay Bridge disaster, and the other a translation 
of our description of the Central Pacitic train ferry-boat at 
Benicia, to which latter the initials of a famous American 
engineer are appended); also ‘a bibliographical bulletin,” 
for 1880, which has 20 pages of titles of French works on 
objects which officers of the Corps are expected to be pro- 
ficient in. As evidence that in France, where engineers are 
really influential members of the communivy, they are ex- 
pected to know something besides tue art of construction, 

we give below the heads under which these books are classi- 

tied: 1. Pure matsematics; 2. mechanics, construction: 3, 

maritime and interior navigation: 4, railroads (24 titles): 5, 

legislation, administration, political economy: 4, physics, 

meteorology, g20logy, mineralogy; 7, agriculture, irriga- 
tion, various subjects. Later a bibliography of werks in 
other languages is given. 





Fast Express Locomotive .for the Philadelphia & 
Reading Railroad. 


The full-page engraving which we give this week repre- 
sents one of the heavy passenger locomotives which have 
been built for the Philadelphia & Reading Railroad, and 
which are running on the Bound Brook Line between Phila- 
delphia and New York. 

The schedule time between Wavne Junction and Bound 
Brook, a distance of 55 miles, is 62 minutes, including one 
stop and slowing over the Delaware River bridge, which is 
one mile in length. This requires an average speed of a mile 
a minute for 55 mites. 

When doing full work it is said that the engine consumes 
58 lbs. of anthracite coal per minute and evaporates 55 
gallons of water ia the same time. 

It is provided with an oil reservoir in the cab with pipes 
leading therefrom to all bearings which are likely to need 
lubrication during the trip, and flexible tubes connecting 
with the water tank are so arranged as to deliver a stream 
of water to any of the axle bearings of the engine or tender. 

The tank has a capacity for carrying 4,500 gallons of 
water, which is sufficient for the run from Philadelphia to 
Jersey City, a distance of 89.4 miles, 

The highest speed at which it bas been found practicable 
to obtain a diagram from the engine was 65 miles per hour. 
A copy of this diagram will be published next week. The 
original is perhaps the fastest speed diagrain ever taken. 

The greatly enlarged grate area admits of very economi- 
cal consumption of fuel, by reason of the exceptionally free 
passage for air through the bed of fuel, which is maintained 
at a depth of from four to six inches. 

The highest noted speed of the engine was with a train of 
seven passenger carr, when a rate of 72 miles per hour was 
attained for a distance of eight miles, which was traversed 
in six minutes and forty seconds, and with a train of fifteen 
fully loaded passenger cars it has made the run from Wayne 
junction to Bound Brook, 55 miles, in 76 minutes. The 
boiler is especially designed for anthracite coal, but is 
equally well adapted to the use of bitusninous coal. It will | 
be noted that the distance between driving-wheel centres— | 
78 inches—is much less than usual! in passenger engines of its 
class. This feature, in conjunction with the comparatively 
short stroke of piston, must prove to be an effectual pre- 


Transportation in Congress. 


. A oem to the New York Times dated at Washington, 
Jan. 5, says: 

After a brief struggle the House to-day took up the Inter- 
State Commerce bill, which was reported at the last session 
by the Committee on Commerce, and is now on the calendsr. 
The bi)l directly before toe House is that reported by the 
majority of the committee, and differs materially from 
what is known as the Reagan bill, wnich was passed by the 
Forty-fifth Congress, and which is now pending as a substi- 
tute for the bill reported by the majority of the ccm- 
mittee at the present session. Tne material point of differ- 
ence between the bill of the majority and that presented by 
Mr. Reagan consists in the appointment of three Railroad 
Commissioners, which is provided for in the committee's 
bill. This feature is opposed by Mr. Reagan on the ground 
that such Commissioners would naturally lean toward the 
interests of the corporations and against those of the gen- 
eral public. Neither the bill nor: the substitute prescribes 
any rates for the carrying of freight, but both prescribe 
that no discrimination shall be practiced in the charges 
for carrying the same class of freight from state to state, 
and that corporations shall furnish, as nearly as possible, 
the same facilities for the carriage, storage, and handling of 
all property of like character carried by them, and perform 
as near as reasonably may be, with equal expedition, the 
same kind of services connected with the contemporaneous 
transportation of such property. The substitute 
proposed by Mr. Reagan omits the commission, 
and prescribes the terms for and methods by 
which all freight passing from one state to another shall 
be transported. It also provides that all carrying companies 
shall keep schedules posted which shall plainly state, first, 
the different kinds and classes of property to be carried: 
second, the different places between which such property 
shall be carried; and third, the rates of freight and prices of 
carriage between such places, and for all services connected 
with the receiving, delivery, loading, unlcading, storing, or 
handling of the same. Copies of such schedules are 
required te be printed and posted for public inspection in 
every depot where freights are received or delivered, and 
such schedules shall not be changed in any particular except 
by the substitution of another schedule containing the speci- 
fications above required, which substitute shall plainly state 
the time when it shall go into effect. It further provides that 
it shall be unlawful for carrying companies or others engaged 
in the transportation of property to allow, directly or indi- 
rectly, any rebate, drawback, or other advantage in any form 
upon shipments made or services rendered by them. The 
bill was discussed up to the hour of adjournment. Mr. Rea- 
gan delivered a speech of considerable ability, in which he 
showed much familiarity with the subject and a very gen- 


in moving freight for long and short distances. Much inter- 
est was manifested in the subject, and it is probable tnat the 
House will pass a bill on this question before final adjourn- 
ment. 


General Railroad Biews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 
Meetings will be held as follows : 
New Haren & Northampton, annual meeting, at the oftice 
in New Haven, Conn., Jan. 5, at 11 2. m. 
Burlington, Cedar Rapids d Northern, annual meeting. 
in Cedar Rapids, [a., Feb. 22. 


Dividends. 

Dividends have been declared as follows: 

Norwich & Worcester leased to New York & New Eng- 
land), 5 per cent., semi-annual, able Jan. 10. 

Portland, Saco & Poctanaulit’ Ulead to Eastern), 3 per 
cent., semi-annual, payable Jan. 15. 

Housatonic, 2 per cent., quarterly, on the preferred stock, 
ppayable Jan. 15. 


ferred stock, payable Feb. 1. This is the first dividend. 
Delaware, Lackawanna & Western, 11; per cent., quar- 

terly, payable Jan. 20. This is the second dividend since 

the company resumed. 

: — & Worcester, 3 per cent., semi-ant ual, payable 

van. L. 

“ - <9 taped @& Nashville, 3 per cent., semi-annual. payable 
en, ° 


Foreclosure Sales. 


The Laurens Railroad was sold at public sale in Colum- 
bia, S. C., Jan. 4, and bought for $30,000 for account of the 
Columbia & Greenville Company. The road extends from 
Newbury, 8. C., to Laurensville, 31 miles: it was built over 
20 years ago, but the rails were taken up during the war, 
and it was not rebuilt until about five years ago. 

The Detroit & Bay City road will be sold in Detroit, Feb. 
12, under the decree of foreclosure lately granted. 


Western Railroad Association. 
The following circular is issued from the Secretary's office 
to the members of this Association : 


ner Adams and Dearborn streets, Chicago, Tuesday, Jan. 
11, for the consideration of the annual report of the 
Executive Committee, the election of otticers, and the trans- 
action of such other business as may be presented.” 


Vermont Central Railroad Library Association. 


At the recent annual meeting of this association in St. 
Albans, Vt., the report of H. M. Stanton, Treasurer, showed 
the total receipts for the year to have been $426.58, ayd the 
disbursements $294.27. There is a balance in the treasury 
of $135.31. 
that the hbrary will be opened Jan. 8, 1881 ; that the new 
catalogue is printed, and that with new additions the hbrary 
now numbers over 2,100 volumes. It is hoped, now the 
library has been thoroughly reorganized ut considerable 
expense, that many new members will avail themselves of 
the privileges of the club. Membership is placed at 33, and 
a yearly reading at $1.50. The new catalogue will cost 10 
cents a copy. 

The object of the association is an excellent one, and it 
might well find imitators on other roads, 


ELECTIONS AND APPOINTMENTS. 


Cairo & St. Louis.—Mr. Charles Hamilton has been ap- 
pointed General Superintendent, in place of L. M. Johnson, 











ventive of the breakage of side roids which has grown to be 
a frequent occurrence since the advent of high speed pas- | 
senger service. 


resigned. Mr. Hamilton, we believe, was one of the con- 
tractors who built the road. He is a civil engineer. 


Cincinnati Northern.—At the annual meeting recentl 
Bullock, C. 


eral acquaintance with the practices of railroad companies | 


St. Louis & San Francisco, 345 per ceut. on the first-pre- | 


_ “The annual meeting of this Association will be beld at | 
its office in Honoré Buildings (entrance room No, 64), cor- | 


A circular has been issued by the club stating | 


Netter, Cincinnati; George Wm. Ballou, Boston; John M. 
Corse, New York. The board elected John M. Corse, Presi- 
dent: Henry Lewis, Vice-President; W. V. McCracken, 
Secretary: George Hafer, Treasurer. The new officers are 
all connected with the Toledo, Delphos & Burlington Com- 
pany. 

Cleveland & Pittsburgh.—At the annual meeting in Cleve- 
land, Jan. 5, the old directors were re-elected, leaving the 
board as follows: J. N. McCullough, B. F. Jones, Pittsburgh : 
George B. Roberts, William Bucknell, Philadelphia; Fred- 
erick Sturges, S. J. Tilden, Charles Lanier, Francis Walker, 
New York; A. Ferguson, Cincinnati; J. V. Painter, James 
F. Clark, R. P. Ranney, Cleveland. 


Cleveland, Tuscarawas Valley & Wheeling.—Mr. Charles 
L. Cutter has been chosen Secretary and Treasurer, in place 
ot P. A. Hewitt, who has gone to the Cleveland, Columbus, 
Cincinnati & Indianapolis road. Mr. W. H. Park succeeds 
| Mr. Hewitt as Auditor. 
| Indianapolis & St. Louis.—The following circular an- 
| nounces officially a number of changes, of which some note 
| has heretofore been made: 

5 ‘* The following changes have been made, to take effect 

av. 1: 
| “C, C. Gale is appointed General Superintendent, vice E. 
B. McClure, resigned. 

* H. W. Gays is appointed General Freight Agent, vice J. 
| C. Noyes, resigned. 

“The office of Assistant General Freight Agent is abol- 
ished. 
“A. J. Smith is appointed General Passenger Agent, vice 
| D, M. Kendrick, resigned.” 


Kansas City, Ft. Scott d& Gulf.—Mr. H. P. Jacques is 
appointed Purchasing Agent of this road and the Kansas 
City, Lawrence & Southern Kansas. His office will be at 
Kansas City. 











| 


Long Island.—The New York Supreme Court has . 
pointed Austin Corbin Receiver, in place of Thomas R. 
Sharp, relieved at his own request. 

The board has elected Austin Corbin, D. C. Corbin, Wm. 
Bond, B. 8. Henning. Demas Barnes, Alfred Sully, John P. 
Townsend and Henry W. Maxwell directors to fill vacancies 
made by resignation. The re-organized board elected Austin 
Corbin President, in place of Thomas R. Sharp, resigned, and 
B. S. Henning Vice-President. These changes place the 
new owners of the stock in full control of the road. 





Montpelier & Wells River.—The following circular trom 
W. A. Stowell, Superintendent, is dated Dec. 31: 

* H. W. Whitcomb is this day appointed Train-Master. 
He will have general charge of train-men and the movement 
of trains. Employés of this corporation are instructed to 
respect his orders accordingly.” 


New Sharon, Coal Valley d& Eustern.—The officers of this 
new company are: President, David Morgan; Vice-Presi- 
| dent, O. G. Drew: Secretary, E. C. Ogg: Treasurer, 8. L 
| Cook. Offices at New Sharon, Iowa. 


Oregon Railway & Navigation Co.—Mr. John Miner has 
been appointed General Freight and Passenger Agent, with 
oftice in Portland, Or. He was former.y on the Kansas 
Pacific. 


St. Lovis, Iron Mountain d& Southern.—At a recent meet- 
| ing of the board Jay Gould, Russell Sage, Sidney Dillon and 
| Frederick L. Ames were chosen Directors, in place of G. 8. 

Drake, J. R. Lionberger, W. VM. Senter and R. A. Edgerton, 
resigned. Itis said that no further change wil! be made at 
| present. 





| St. Louis d& San Francises.—A. circular just issued an 
| nounces that, the office of Northeastern Passenger Agent ol 
| that read being abolished, Mr, Charles E. Jennings is ap 
| pointed Northern Passenger Agent, with headquarters at 
| Chicago, the appointment to take effect Jan, 1, 1881. 


| St. Paul, Minneapolis & Manitoba.—Mr. H. C. Davis 
| has been — Assistant General Passenger and Ticket 
| Agent. e has been in the Passenger Department some 
| time. 

Mr. Frederick +tiddings has been appointed Assistant 
| Engineer of completed roads south of Casselton and Baras- 
| ville, and Mr. George W. Touson, Assistant Engineer af 
| completed roads north of those points. Mr. N. D. Miller 
| has yeen assigned to duty in the construction of new 
| lines. 


| Terre Haute & Indianapolis (Vandalia Line).—At tine 
| annual meeting in Terre Haute, Ind., Jan. 3, the following 
| directors were chosen: Josephus Collett. F. C. Crawford, Geo, 
| E. Farrington, Alexander McGregor, Wm. R. McKeen, PD. 
| W. Minshall, Henry Ross. The board elected Wm. R. Me 
| Keen, President: George E. Farrington, Secretary : J. W. 
Cruft, Treasurer. 

Mr. J. Hill has been appointed General Superintendent, 
with office in St. Louis. He has been for some time Division 
Superintenden‘ on the Fi tsburgh, Cincinnati & St. Louis 
road. 


Vermont Railroad Commissioner.—Mr. Wayne Bailey has 
been re-elected Railroad Commissioner by the Vermont 
Legislature. That the duties of the office are not arduous is 
shown by the fact that Mr. Bailey is also Register of Pre- 
bate for Rutland County, a justice of the peace. and Assistant 
Doorkeeper of the House of Delegates. 


Warwick Valley.—The board of directors has chosen tle 
following officers for the ensuing year: President and Super 
intendent, Grinneil Burt; Vice-President, James Burt: 
| Secretary, C. H. Demarest: Treasurer, Thomas Burt: A+- 
| sistant Treasurer, John Sayer. 
| 


Wooten, Mooresville & Dallas.—The directors of this new 
| company are: William Jenkins, Jonas Hoffman, Georze F. 
| Bason, B. F. Carpenter. Alexander Brevard and Joseph G. 
| Morison. Office at Dallas, N. C. 


} 

| PERSONAL. 
= 

| —Mr. C. H. Platt has resigned his position as Superin- 
| teudent of the Shepaug Railroad, after a service of several 
| years on the road. 


| —Mr. Bement Lyman has resigned his position as Assistant 
| General Passenger Agent of the Cincinnati, Indianapolis, St. 
| Louis & Chicago road, and will go into the wholesale grocery 
| business in Chicago. 
—Mr. J. 8. Oliver has resigned his position as General 
, Superintendent of the Chicago & Northwestern Railway. on 
| account of continued ill health Mr. Oliver was for many 
years Superintendent of the lowa Division, and was made 
General Superintendent a few months ago, when Mr. Whe “ler 
| was promoted from that office to be Assistant General 
| Manager. 





| —Gen. Charles B. Stuart, an old engineer, died in Cleve- 
land, O., Jan. 4, aged 66 years. He was born at Chittenan- 


_ - 2 oa ee A ’ | the following directors wer. chosen: A. D. : Springs. N. Y., and early in life was engaged as an engi- 
Next week we will publish sectional views of this engine, | Dickson, Ozro W. Dodds. Benjamin Eggleston, John S. Sone in Ore Soneitnation of tink Philadelphia, Wilmington & 
i with some comments on its design and operation. Forbes, George Hafer, J. N. Kinney, Henry Lewis, Albert! Baltimore read. He afterward gave much attention to dock 
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construction and uaval architecture, and published works on 
hoth subjects. He served during the war in command of a 
regiment of engineers, and was afterward for a time 
Chief Engineer of the New York, West Shore & Chicago 
road, At the time of his deavuh he was Chief Engineer of 
the Connotton Valley road. 


—Ata recent meeting the directors of the United New 
Jersey Railroad & Canal Company, the following minute, 
prepared by Mr. Ashbel Welch, was adopted in relation to 
the death of Mr. Benjamin Fish, which occurred some months 
azo: 

‘* The directors of this company have heard with deep re- 
gret of the death of their venerable colleague, Benjamin 
Fish, Esq., the last of the original directors of any of the 
companies now merged into this, and doubtless the oldest 
railroad director in America, and probably in the world. 
As early as 1808, soon after becoming of age. and settling in 


Trenton, then a village of 1,300 inhabitants, he entered upon | 


the business of transportation, and was continuously and 
actively engaged in that business, either on his own ac- 
count, or as an officer of the predecessors of this com- 
pany, for almost two-thirds of a century. He estab- 
lished an inland transportation line (probably the first) be- 
tween Philadelphia, then ceasing to be, and New York, then 
coming to be, the commercial metropolis of America, carry- 
ing the goods between the Delaware and the Raritan over- 
land by wagons, and on theve rivers at first by sailing ves- 
sels, then by steamboats. During the war of 1812, at the 
time when hostile fleets were hovering around our coast, the 
munitions of war, including a large amount of 
heavy ordnance required for the defence of the threatened 
= in the East, as well as the whole trattic of the country 
xetween the East and South, were carried by Mr. Fish over 
this inland route. This being before the era of stone- 
covered turnpikes, when the wheels of the wagons cut in up 
to the hub, and when the utmost dispatch was required, the 
task was asevere one, but Mr. Fishaccomplished it. This 
inland trasportation line run by Mr. Fish and his partners 
was an institution perhaps almost as well known as the rail- 
road which succeeded it. 

‘* When the Camden & Amboy Railroad & Transporta- 
tion Company was organized, fully fifty years ago, this al- 
ready veteran transporter became one of its directors, and 
remiined continuously a director of that company and its 
successor until his death. When the road came into use he 
transferred his business to it, avd he remained in charge of 
the transportation of goods on the road for many years. As 


a carrier he was the predecessor of the company represented | 


by this board, and a link between the past and the present. 

‘““Mr. Fish, during his long career, engaged in many 
branches of business, 
director in the country. In all his pursuits he acted with 
the same energy, integrity and good sense as in his railroad 
duties. He was an upright and virtuous man, a faithful 
friend, a good citizen and a consistent Christian. After serv- 
ing three generations, he quietly rests from his labors.” 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 


1880. 1879. Ine. or Dee P.c 
Year ending Dee, 31: 
Chi., Mil. & St 





Paul.. .... ....$13,113,086 $10,012,718 I. $3,100.37: 30.9 | 
Denver & Rio | 
Grande......... 3.452, 616 1,227,701 I 2,224,915 181.2 


Louisville & Nash- 
ee Pee 
Mobile & Ohio.... 
Northern Pacific . > 
St. L. 1M. & So. 6,258,419 

Month of October: 


5.992.375 1 

2,126,476 1. 
2.004.365 1. 
§.292,611 I. 


3,439,798 57.4 
144.42” 68 
538,635 26.8 





Fastern.. $264 598 $248,630 I S15, 068 6.4 
Month of November: 

Kastern ........ $239,554 $216,767 1 $22,787 = 10.5 

N. Y. & New Eng 
OY re . 210,857 173,712 I. 37,145 21.4] 
Net earnings 54.923 47,426 1. 7,497 15.8 
Month of December: 

Chi., Mil. & St. 
Paul ........ .. $1,426,086 $1,060,957 I. $365,129 34.4] 

Denver & Rio } 
Jirande.. . 349, 196 131,112 I. 218,084 167.7 


Louisville & Nash- 


VINO SOE aes ons 920,937 666,800 I. 264.137 39.6 | 
Mobile & Ohio. ... 288,021 316,626 D. 28.605 9.0 
Northern Pacifie . 192,582 115,084 T[. 77.498 67.4 
St. L., 1M. & So. 655,160 655,413 D. 313 

Third week in December: 

Chi. & Eastern 

errr $38,077 $20,884 T. $17,193 82.3 
St. L., Iron Mt, & 

Ws chose ttedse ac 19:2, L00 ING.808  L. 5,292 2.8 

Week ending December 25: 

Chicago & Grand 

re $29,050 $14,623 1. $14,427 98.8 

Grand Trunk.... . 213,749 169,341 T. 44.408 26.3 


Grain Movement. 


Baltimore grain receipts for the year 1880 were as follows, 
flour in barrels and grain in bushels : 

















1880. 1879, Inc. or Dec. P.c. | 

PAE ipavces eS ee 1,-71,882 1,308,004 D. 36,122 2.8) 
Wheat ... .2. ... ..2-39.414,393 34,684,126 I. 1,730,267 5.0 
oy eae ..ee = «16,590,291 23,151,996 D. 6.561.705 28.3 | 
Other @raip ... . cscs. 1,698,983 2,1 28 D. 424,345 20.0 
Total grain...... ...54,703,667 59,450 D. 5,255,753 8.8 


Total, flour redueed 
TO WREAS......5005 61,063,077 66,499,470 D. 5.426.392 8.2 


* Exports for the year were 40,947 barrels and 120.972 | 


sacks flour, 33,301,156 bushels wheat and 14,688,815 bushels 
corn, 

For the week ending Dec. 25 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 






Northwestern Northwestern Atlantic 
Year, receipts. shipments. receipts. 
See 2,697,297 feo Vecdaes 2,005,793 
1874 errr ret Tt 2,147.36) T99,ONF 1,464,357 
oo Sere 2,093,225 958,855 1,630, 
NR RE eae ey HAIG. 2.472.664 964,795 1,882,838 
LS re eee 1.528,048 1,089,339 3,561,847 
es EERE EEE ++ 2,548,745 1,149,265 2,569,146 
MEO d 3 casniamas anaeee 885,018 918,954 3,086,259 | 
rer «eee 3,082,228 1,677,592 2,850,614 


The receipts of the Northwestern markets for the week are 
26 per cent. and their shipments 714s per cent. more than in 


the corresponding week of 1-79, but the Atlantic receipts | cents per mile. The prevailing rates have been 4 and 5 cents | 


He was perhaps the oldest bank | 


965,808 18,2 | 


| Milwaukee 15, St. Louis 14.9, Peoria 13.8, Toledo 4.5, De- 
| troit 3 1, and Cleveland 1.9 per cent. Toledo, which a large 
| part of the year has stood second in receipts, shows a re- 
markable falling off; Milwaukee takes the second place, 
which formerly it generally occupied, but has rarely, if at 
all, before in 1880. Wheat receipts were insignificant every- 
where, except at Chicago and Milwuukee, the former get- 
ting 39.4 and the latter 34 per cent. of the whole. 

Of the Atlantic receipts New York had 43.8 per cent., 
Baltimore 21.3, Boston 19.7, Philadelphia 12.2, New Or- 
leans 2.6, Portland 0.3, and Montreal 0.1 percent. Boston’s 
receipts are the largest for five weeks, and its proportion is 
the largest it had had in 1880; Portland’s were unusually 
|small for a winter week; Philadelphia’s were the smallest 

since the first week of February, and with three exceptions 
| the smallest of the year; Baltimore’s the smallest since the 
middie of May. 

Exports from Atlantic ports for five successive weeks have 
been: 


~———- —- —-——— Week ending —_——_— 
} Dec. 29. Dee. 22. Dee. 15. Dec. 8. Dec. 1. 
} Flour, bbls. 157,060 138,389 153,392 132,999 101,826 
| Grain, bush.2,611,377 2,363,848 2,646,707 2,461,577 3,603,963 
| There is thus an increase in the last week after some 
|months of almost uninterrupted decrease. For the eight 
| weeks ending with Dec. 29 the exports compare as follows 
| with those of the corresponding eight weeks of 1879: 











1880. 1879. Increase. P.c. 

Flour, bbls ; ..... 1,068,846 765.619 303,227 39.6 
Grain, bush voce cccccese hse ck 26,712,082 495 1.9 
Total bush ....#2,552,431 30,541,077 2,013,354 6.6 


Thus, though the movement for the last two months was 
much lighter than for some months previous, if was still 
| larger than last year at the same time. 
| Chicago receipts tor the month of December for four years 
| have been: 
| 
| 





1877. 1878. 1879. 1880. 
| Flour, bbls......... 324.365 293.726 389,972 596,315 
rain, bush ... . .e-3,837,251L 6,902,896 8,545,060 9.999.804 


ME COR cot.0050 cannes 689,585 842,217 742,716 778,491 
Compared with 1879 there is an increas? of 53 per cent. in 
flour, 17 per cent. in grain and 4.8 per cent. in hogs. 

Milwaukee receipts for the same month have been: 

1877. 1878. 1879. 1880. 

.. 241,084 259,238 268,155 305,022 

| . 2,234,089 2,066,822 2,499,266 2, 

} 

| 

| 

| 

| 


Flour, bbls. . 
Grain, bush.... os R 
Cee 89,840 149,470 110,522 1:6,052 

The increases over 1879 are 13% per cent. in fiour, 24¢ in 
grain and 5 per cent. in hogs, 





Hogs, No... 


Coal Movement. 
Coal tonnages for the week ending Dec. 25 were as 
follows: 





1880. 1879. Increase. P.c. 
Anthracite . 332,110 243,212 88.898 36.6 
Semi-bituminous....... 71.196 9,362 21,834 44.5 
Barclay.... ced 10,134 9,173 961 10.5 


Other Pennsylvania bituminous figures have not been re- 
ceived for the week. 

The Western coal trade continues very active, and at 
many points it is difficult to supply the demand for bitumi- 
nous coal, while anthracite is very scarce at Chicago and 
other lake ports, where it is usually in abundant stock. 





Cotton Movement. 
For the four months of the crop year, from Sept. 1 to Dec. 
| 31, the receipts at the seaboard have been, in bales, for five 
successive years ° 
| 1876. 1877. 1879 1880. 
| 2,677,333 3,166,855 3,454,099 
This year the receipts are 8 per cent. more than last. The 
| exports for the same period were 2,003,434 bales in 1880, 
| 


878. 
2,498,670 2,719,291 


against 1,720,276 in 1879, an increase of 283,158 bales, or 
| 1644 per cent. 

—— 

New York Shipping. 

| ‘The foreign and coastwise arrivals at New York for five 
| successive years are reported as follows from the govern- 
| ment barge cffice, by Mr. Alfred Mabie, Boarding Officer: 
| 





ei el|pip eluyla 
eles .g |) 2] 
® ; : = z “ 
7 a5 
Foreign: | 
1876...... veceseee| 973) 336) 1,879) 1,082 1,486) 4,758, 5,731 
1 Pee . 11,074 389) 2.254! 1,076. 1,451! 5.170) 6.244 
| 1978222. 22..2222iL.}43s10, 540) 2'919 1.021 1528 6.038! 71348 
| 1670.... weeeeeves! L591) 681) 3,234) 1,023] 1,548! 6.486) 8.077 
} 1880. ..] 1,895} 575 2.893 1,007) 1,447) 5.9.2 7,817 


Coastwise from East :| 
| 1877 





ee ..| 270: 23 6&4 73| 9.346 9,396 9.666 
ae ERE Se | 263 9 29 69) 7.953, 8.060 8,32: 
Sy MIE Sachs atest. an | 270 16 45 96) 9,566 9.723 9,993 
i epee: | 235] 10. 67! 74! 7,221 7.372 7.627 
| Coustwise from South | | 
i 7 re RE [Ee  ; 12, 21 16! 2,320 + 3.830 
ae 3 10 16) 2,402 2,351 
|} 1879.. ...| 1,070 15. 46 442.176 2,369 3,439 
1880 ... ; 1,222 7 #61 64) 2,476 2,224 3,446 
| i \ 


year than in 1879, the tonnage of the arrivals coubtless 
increased, as against a decrease of 564 in sailing vessels of 
| diiterent kinds there was an increase of no less than 304— 
nearly one-fiftth—in steamers, whose average capacity is 
probably at least twice that of the sailing vessels. The 
steady and rapid increase in foreign steamer arrivals is 
| noticeable The number was95 per cent. greater in 1880 
than in 1876. 

The coastwise arrivals from the East are more than nine- 
tenths schooners, some of which have very small tonnage. 
This traffic was much smaller in 1880 than in any of the 

| three preceding years, and even the steamer arrivals de- 
creased a little. 

The coastwise arrivals from the South include those from 
the whole Pacific coast, as well as the South Atlantic and 
| Gulf coasts of the United States. The totals have been nearly 
| stationary for four years. but last year there was a notable 


| increase (1444 per ent.) in the steamer arrivals, 
Kentucky Passenger Rates. 

A dispatch from Louisville, Dec. 29, says: ‘‘ The Railroad 
Commission of Kentucky has been hammering at the rail- 
road companies for the last six months, aud urging upon 
them a reduction uf passenger rates to a maximum of 3 


were @ per cent. less. Compared with previous weeks of | per mile. The Cincinnati Southern and the Kentucky Cen- 
1880, the Northwestern receipts were 26 per cent. less than | tral adopted the proposed reduced rate this fall, and have 
the week before and_the smallest since April, the North- | found that it worked well. Intelligence was received, this 


western shipments 17 per cent. more than the week before 





evening, that the Short Line had likewise accepted the pro 


and the’ largest for four weeks; the Atlantic receipts were | position, and from the present outlook the people throughout 
1114 per cent. less than the week before and the smallest | the state will soon be enjoying the benefits of cheap travel. 


since the third week of February. 


The Louisville, Cincinnati & Lexington announces that the 
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Louisville & Nashville Company, which owns two-thirds of 
the roads in the state, will also accede to the request of the 
commission.” 


Chicago Shipments East. 

Under the pool the through shipments east from Chicago 
were 51,296 tons in the week ending Dec. 25, against 45,667 
the previous week, making the business a very large one for 
any season of the year. The shipments by the different 
routes in the latter week were : 
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Michigan Central...) 36,912 8,487 8.263 15,447 30.1 
Lake Shore........ 37.147 9,119, 2,809 15.64” 30.4 
Fort Wayne. .---| 14,488 3,006 3,903 8.358) 15.3 
Pan-Handle......... 19,153 921 3,808 6,642 12.9 
Baltimore & Ohio... 800 1.576 1,077 3,727) 5.8 
Grand Trunk -.| 6,821 1,390 659 2,581 5.0 





113,881 24,499, 15,519 51,393, 100.0 

A vote was taken last week on a proposition to advance 
the basis of east-bound rates (Chicago to New York) 5 cents 
per 100 lbs., making it 40 cents on grain, and it was de- 
feated. The present prospect is that the roads will be able 
to handleall the traffic offered at current rates : the blockade 
at the end of November and the beginning of Dece nber was 
largely due to the confusion caused by excessive shipments 
just before the close of navigation. and the accumulation of 


| cars at one end of the route. <A larger traffic can be handled 


with the same equipment 1f the movement is steady. 
Southwestern Railway Association. 

The following circular from Commissioner Midgley is 
dated Dec. 29 : 

‘* Notice is given that all circulars or tariffs of this Asso- 
ciation naming rates or classification between Mississippi 
River points, or any point east thereof, and Missouri River 
points, in either direction, dated previous to Jan. 1, 1881, 
are hereby canceled. 

‘* Full information in regard to the rates, classification and 
instructions which govern on business covered by the Asso- 
ciation will be found in the tariffs and circulars dated Jan. 
1, 1881, and thereafter.” 





The Southwestern Passenger War. 

The southwestern roads have been pretty quiet for some 
time, though the low passenger rates continue; but last week 
the Chicago, Burlington & Quincy and the Hannibal & St. 
Joseph have reduced fares from Chicago to Kansas City to 
$4; it has lately been $7. Hitherto their rate has been 
higher than that by the Wabash and Chicago & Alton. 

Immigrant Rates. 

A dispatch from Chicago, Jan. 4, says: ‘‘The general 
managers and passenger agents of the Western railroads 
met to-day and passed a resolution to demand of the Eastern 
trunk lines full rates on all through second-class and emi- 
grant business, taking effect Jan. 1, and a joint telegram 
was sent to trunk roads as a notification of the action taken. 
This is, in effect, a notification to the trunk roads that the 
Western lines will not submit to the deduction of 25 per 
cent. from their earnings for ostensible application in pay- 
ment of so-called terminal exnenses in New York.” 


Limited Tickets. 

Benny Auerbach bought a railroad ticket at St. Louis on 
Sept. 21, 1877, for New. York. On the face of it was an 
agreement that it was good for a continuous trip, but must 
be used on or before the date as cancelled by a punch on the 
margin, and thatif the holder failed to comply with the 
agreement either of the companies might refuse to accept 
the ticket and demand a full regular fare. The date can- 
celed on the margin was Sept. 26. Auerbach stopped on 
the way at several places and got ona train of the New 
York Central & Hudson River Railroad at Rochester, on the 
afternoon of Sept. 26. He traveled upon the ticket until he 
arrived at Hudson at 3 o’clock on the morning of the 27th. 
The conductor then said Auerbach must pay his fare to New 
York, as his ticket had expired at midnight. Auerbach re- 
fused to do so and was put off the train. He brought suit in 
the New York Court of Common Pleas for damages, and on 
the trial before Judge Van Brunt the complaint was dis- 
missed upon the ground that the plaintiff should have come 
upon a continuous trp after sturting. The General Term 
on Jan. 3, Judge Van Hoesen yviving the opinion, affirmed 
the judgment upon the ground, however, that the ticket was 
a limited one and not good after the end of the duy designa- 
ted by the punch mark on its margin,unless when the holder, 
after beginning his journey in time to reach his destination 
in the usual course of travel before the expiration of the 
limit fixed by the ticket is prevented by delays caused by 
the railroad company, or incident to the operation of the 
road, 

What Constitutes a Passenger. 

On July 23, 1877, A. J. Price was a route agent of the 
United states Post Office Department, having his route on 
the Western Pennsylvania Railroad, between Allegheny 
City and Biairsville. While engaged in performing 
the duties incident to his offices of mail agent an 
accident occurred through the negligence of the em- 
ployés vf the Pennsylvania Railroad Company operat- 
ing the Western Pennsylvania Railroad, and Price was 
killed. His wife brought suit for damages, and, after a pro- 
tracted trial, a special verdict was found embodying the 
above facts. The question was, therefore, presented to the 
Coert of Common Pleas of Allegheny County to determine 
as a matter of law wheiher or not the deceased, by reason 
of bisemployment in and about the cars of the railroad ce m.- 
pany, was entitled to recover. The railroad company ap- 
pealed the case to the Supreme Court, claiming that Price’s 
position on the train was clearly such a one as was con- 
| templated by the act of 1865, making him, therefore, a quasi 
| 











employé of the company. The Supreme Court, in an opinion 
by Justice Paxson. says that he was clearly within the 
terms of the act of 1868, and was not a passenger within the 
| exception of the act. To held otherwise would be to say 
| that persons on the cars had rights superior to those around 
| and about the works, depots, ete. Judgment reversed and 


| judgment for the defendant.—Ph iladelphia Times, Jan. 6. 


| 


THE SCRAP HEAP. 


| 

| Locomotive Building. 

| The Baldwin Locomotive Works completed 513 new loco- 
| motives in 1880 and rebuilt 17 more, making a total of 580 
| during the year, besides doing a large amount of other work 
, during the same period. We have no data for comparison, 


Of the Northwestern receipts Chicago had 46.8 per%cent., | new rates will go into effect Jan. 1. It is thought that the ' but have the impression that this is the largest number of 
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locomotives that any one establishment bas ever produced in 
one year. : 

The Hinkley Locomotive Co., in Boston, Have orders on 
the books sutticient to keep the works in operation until next 


July. : 

The Pittsburgh, Ft. Wayne & Chicago shops, in Allegheny, 
Pa., have lately completed another heavy engine for fast 
passenger trains, and are building severai freight engines. 

The Baldwin Locomotive Works, in Philadelphia, have 
lately delivered two shifting engines and four light pas- 
seuger engines to the Philadelphia, Wilmington & Baltimore. 
The light engines are to be used on the West Chester & 
Philad: Iphia road. 

The Dickson Manufacturing Co., in Scranton, Pa., have 
orders for several heavy passenger engines with 19 by 24 
in. cylinders and 5!4 ft. drivers for the Delaware, Lacka- 
eae & Western. They are said to be for the new line to 

uffalo. 


Car Notes. 

The Portland Company, at Portland, Me., are to build five 
screw-lever dump cars, of the New England Car Co.’s patent, 
for the Maine Central road. 

Gavin Rainnie and J. K. Dunlop, at St. John, N. B., have 
just completed :ix heavy snow plows for the Canadian Pacific 
road. 

The Pennsylvania Railroad shops at Altoona, Pa., are just 
now very busy building new box cars. 

Bridge Notes. : 

The Delaware Bridge Co. has been awarded the contract 
for the bridge over Franklin Square, in New York, on the 
approach to the East River Bridge between New York and 
Brooklyn. ‘Che cortract price is 120.000. 

The Canadian government has levied upon the iron bridge 
built over the Chandiere River, at Ottawa, Ont., by Clarke, 
Reeves & Co., the ground for this being, as alleged, that the 
iron was undervalued when brought from the United States; 
its value being given at 3!¢ cents per pound, which, the gov- 
ernment Claims, is considerably below the real value. 


Iron and Manufacturing Notes. 

Emans Furnace at Emaus, Pa., wiil go into blast as soon 
as the repairs on it are finished. 

Messrs. Crerar, Adams & Co., of Chicago, have purchased 
and are now sole owners of the Huntington track-gauge patent 
This patent covers all gauges having a forked end (causing 
the gau.e to stand perpenaiculary to the rail it is pressed 
against) or having the lugs which bear against the rail 
project down below the gauge heads. This gauge is now 
used on many of the railroads in the country. 

The rolling mill at Brownsville. Pa., has been leased to 
C. Magee and Andrew Fulton, of Pittsburgh, for five years. 

Both stacks of the furnace at Stanhope, N. J., are now in 
blast, the second one baving started up last week. 

Alice Furnace, in Birmingham, Ala., has gone into blast. 
It is now owned by the Alice Furnace Co., a new corpora- 
tion. 

A second stack is to be built at Alabama Furnace, near 
Birmingham, Ala., by 8S. S. Glidden, the owner. 

The Albany & Rensselaer Steel & Iron Works have started 
up a new Belgian train of rolls at the works in Troy, N. Y. 
This train was made by A. Garrison & Co., of Pittsburgh, 
and is driven by a Porter-Allen engine with %2 by 36-in. 
cylinder. A new 18-in. bar mil! is nearly finished. 

The Rail Market. 

Steel rails are active, and large sales, both of American 
and foreign, are reported, prices being about $58 to $59 per 
ton at mill. An increasing demand is reported. 

[ron rails are also active, with much inquiry. English 
rails are quoted at $44 to $45 per ton at tide; American, 
$45 to $46 per ton at mill for beavy sections and $43 to $53 
for light rails. 

Old iron rails are held firmly at from 327 to $29 per ton 
in Philadelphia, but few sales are reported. 

Railroad spikes are quoted at $2.65 to $2.75 perfL00 Ibs. in 
Philadelphia; splice-plates, $2.35 to $2.50; track-bolts, $3.50 
to $4.50, according to specification. 

British Rail Exports. 

For the month of November and the 11 months ending 
with November, the exports of rails from Great Britain 
have been: 


Nevember ; 1889. 1879. Increase. P. c. 
RS 8,131 5.294 2,837 53.7 
ins dats soereehen 34,837 23,780 10,057 42.4 

Total... 42.568 29,074 13,894 3 40.8 

E even months: 
sn. cacses ....-124,699 48,472 76,227 157.3 
ee Pk 307,769 135,348 43.9 

Total vee 287,816 356,241 R1LL5S75 504 


The exports to the United States of “railroad iron of all 
sorts,” which are nearly, but not quite all, rails were : 
1880. i879. Increase. P. 
November sae . 15,603 9,357 6,246 66.6 
Eleven months.... ..207,094 37,932 169,162 443.7 
Last year in November this country was giving large 
orders abroad, but still our imports were two-thirds larger 
this year, when, however, they were about a sixth below 
the average imports of the year. The total imports of the 
eleven months this year (of all rails) would Jay 2,353 miles 
of track with 56 Ibs. rails—about one-third of the mileage 
of new road completed in the year. 


The Governor of New 
Question. 


In his message to the new Legislature Governor Cornell, 
of New York, refers to the railroad question as follows : 

“The last Legislature devoted a large part of its session 
to the consideration of measures designed to remedy certain 
evils in railroad management. The two houses having 
tailed to agree, the unsatisfactory condition of this 
important subject still continues and should receive your 
thoughful attention. Aside from public taxation, perhaps, 
no question so seriously touches the interests of the people 
at large. Every @ommanity and all branches of business 
are directly affected by it. Unjust discriminations in the 
rates of transportation cause embarrassment and unnatural 
competition. Favoritism for one interest results in hardship 
to another. Stability and uniformity in freight tariffs are 
necessary for the safe conduct of business. ,Not only should 
equality of service be rendered to all citizens, but as well to 
ali communities. For like service all patrons should be 
placed upon an equal footing, and, as far as practicable, gen- 
eral publicity should be given to freight tariffs. 

‘*Tn securing justice for the — it is not necessary that 
injustice be visited upon the railroads. These enterprises 
that have so largely aided the growth and development of 
the state, are entitled to fair treatment. With the exper- 
ience of the past as a guide it is to be hoped that your wis- 
dom will be equal to the importance of this question, which 
Soe ere a complete and successful solution at your 

ands.” 


York on the Railroad 


Slow Time. 


A dispatch froni Long Branch, N. J., Jan. 4, says: “ The 


New Jersey Southern train that left here on Wednesday 
afternoon last at 3 p. m. returned to-day. It had been to 
Bayside, 87 miles away, and had spent 93 hours getviig* 
there, arriving at 10 a.m. Sunday. There were G0 pase - 
gers bound for Bayside. After leaving Bridgeton the train w 
stuck in a snow-drift, and it took seven locomotives to get -it 
out. Conductor Haines and his crew had their feet, hands 
aud faces badly frozen by exposure in carrying water from 
the frozen cisterns to the engine's tank.” 


A Brave Engineer. 


The bravery of locomotive engineers has often been dwelt 
upon, and many heroic acts by the brave fellows have here- 
tofore been chronicled. One of the most beroic deeds on the 
part of an engineer a recorded was performed recently b 
Engineer Bond, of Wabash Engine 327. His engine left 
Toledo Sunday at 5:55 p. m., pulling the No. 3 west-bound 
passenger-train. When nine miies west of Defiance, O., one 
of the driving rods broke in twain on the engineer’s side. 
The fragments tore up through the cab, and threw Bond, 
stunned and bruised, back on top of the coal in the tender. 
There was great danger of the broken driving-rod throwing 
tae engine from the track and wrecking the train. The 
broken rod kept chopping up through the very spot where 
the whistle-cord hung, so that ** brakes down ” could not be 
called. The momentum of the train gradually increased, 
and the danger of ditching the whole train was paramount 
in the engineer’s mind. As he recovered himself a happy 
thought struck him. The train was supplied with auto- 
matic air-brakes. If he could but cut the pipe and allow 
the wind to escape, the brakes would set themselves. He 

ut his ideas into action by putting his penknife between 
nis teeth and climbing down the rear end of the tender, and, 
getting between that and the first coach, he reached down 
while the train thundered along at 50 miles an hour, and at 
the risk of his life succeeded in cutting a slit in the brake- 
hose. The brakes, faithful to their duty, set themselves, and 
brought the train to a halt without any further damage. 
Of course the passengers, when they heard of their narrow 
escape, were loud in their praises of Bond’s bravery.—Chi- 
cago Tribune, Dec, 30 


A Scalper’s Device. 


A dispatch from St. Louis to the Chicago Tribune says: 
‘Tt is said that the scalpers, who have since the rates war 
between the Wabash and Alton roads, been almost entirely 
cut off from many of their customary sources of revenue, 
intend making an attempt to break down the war and 
establish peace in the railroad family by the agency of 
legislation. It is said that they have already framed a bill 
to this effect, whose passage through the Illinois Legislature 
they will attempt to secure at its coming and near session. 
One who has seen this bill says that it provides in substance 
that any railroad running through the state of [llinsis shall 
not fix permanent passenger rates from one point to another 
without including intermediate points along its route. 
Excursion rates may be fixed from point to point for an 
indefinite time, but after such rates have existed a week all 
intermediate points are to be allowed the same reduction 
pro rata. ‘The bill has a long and patriotic pre- 
amble calculated to appeal to the sympathies of the people 
of Illinois outside of Chicago. Itpoints out the injustice of 
the present system of rate-cutting asan outrage the people 
should refuse to tolerate, and declares that companies which 
receive their charters from a state are bound to treat the 
people of that state with equal courtesy; that they have no 
right to discriminate against people because they are not 
fortunate enough to live in a large city. 


country press, and that the people will be aroused to such an 
extent that they will bring a pressure to bear upon the 
legislature that will insure the passage of tne bill. As soon 
as the roads are prohibited from discriminating between 
points they choose to select, and are compelled to include 
intermediate points, the scalpers are certain the war will 
cease, and the rates advance to such a degree that they will 
realize a neat sum on their investment in unlimited tickets.” 


OLD AND NEW ROADS, 





Atchison, Topeka & Santa Fe.—The following cir- 
cular is dated Jan. 3 : 

“In a few weeks we shall probably bave reached Florida 
Pass and made a connection with the Southern Pacific. 
This will increase our business by giving us part of the 
through travel and freight to and from California, and we 
anticipate a demand from the mining region of Arizona for 
coal and coke, for mining materials, food and forage. We 
think, therefore, that that portion of our road extending 


Mexico, which has not been able to earn anything, because 
not completed, will furnish its share of receipts. The 
crops of Kansas are looking better than they have done for 
two years, and we hope to see our transportation increased 
in this state. But the road is nct in a suitable condition to 
do the large business which has already come upon it. Our 
earnings for the past year, amounting to about #8,500,000, 
have been seriously interfered with by the condition of our 
track and the want of suitable rolling stock. And our best 
customers and friends on the line in Kansas and New 
Mexico have not received the accommodation which we 
would have gladly given them if we had been able to ‘do so. 
The road has not been sufficiently ballasted, anda large 
part of it was laid with light iron, which is giving way 
rapidly both in Kansas and Colorado. In the latter state 


“It is expected that the question will be stirred up by the | 


from Albuquerque down to the southern part of New| 


‘ debt in the shape of bonds. They therefore have decided to 
' issue one share in four of new stock, which will be used as 
explained above, for construction and rolling stock. 

“The company offers to stockholders of record at the 
close of business, Feb. 1, 1881, at par, a number of shares 
equal to one-fourth the amount standing to their credit on 
the books of the company. These shares will be entered to 
the credit of each stockbolder ou the day of subscription and 
will be in every respect equal to the old shares, except that 
cash dividends to be declared by the directors out of the earn- 
ings of the road shall only be paid on the shares that have been 
issued. The subscription “ill be payable in four equal instal!- 
meots--March 1, June 1, Sept. 1, Dec. 1--when shares will be is- 
sued for every $100 0f installments paid under each assess- 
ment, but no share will be issued on any prepayment of as- 
sessments not due. Prepayments of the different assessments 
will be received, interest being allowed by the company at 
the rate of 5 per cent. up to the date when the assessment 
becomes payable. Receipts will be given on account of 
partial payments. Fractional or other rights can be as- 
signed in a form which may be obtained at the office. Any 
shares not taken on the Ist of February will be subject to 
the disposition of the board.” 


Baltimore & Ohio.—In the suit of the Pullman Palace- 
Car Company against this company, the United States Cir- 
cuit Court has declined to grant the preliminary injunction 
asked for, to restrain this company from running its own 
sleeping cars. The Court holds that no sufficient grounds 
have been shown for granting an injunction pending the 
suit; that public inconvenience would result from an injunc- 
tion, and that, should the case be decided in favor of the Pull 
man Company, there is ample security for any damages 
which may be awarded. 

Complaint contiuues to be made of the delays of this com 
pany’s New York passenger trains while passing over the 
Junction road in Philadelphia. The master appointed by 
the United States Circuit Court to investigate the matter 
has made bis report, But it has not yet come before the Court 
for action. 





| 


Bell's Gap.—Arrangements are being made to change 
this road from 3 feet to standard gauge, and also to build 
an extension of six miles from Coaiport, Pa., the terminus 
lately reached, to Glen Hope on Clearfield Creek, to reach 
more coal territory. 


Bristol & North Carolina.—This company bas bec n 
organized to build a narrow-gauge railroad from Bristol, 
Tenn., south to Elizabethton in Carter Covnty, about 20 
miles. lt will be nearly parallel to the East Tennessee, 
Virginia & Georgia, and is chiefly designed to reach some 
iron mines. 


Burlington & Missouri River in Nebraska.—On 
the Fastern Division of the Republican Valley line trains 
now run to Hubbell, Neb., seven miles eastward from the 
late terminus at Chester and 52 miles from the junction 
with the Western Division at Ainboy. 


Central Branch, Union Pacific.—1t is reported that 
the Chicago, Rock Island & Pacific Company has bought 
this line and will at once extend it to Denver. The report 
is telegrapbed from Denver and has not received contirma- 
tion thus far. The road has been for some time operated in 
connection with the Missouri Pacitic and it has been under- 
stood that all, or nearly all, the stock was held in the Gould 
interest. It was formerly owned chiefly in Boston, ex-Sen- 
ator Pomeroy, of Kansas holding a large interest. The 
| property includes 332 miles of road, the Western terminus 
| of the main line being 268 miles from Atchison. 





| Central Vermont.—This company has completed a sur- 
| vey for a line from Windsor, Vt., down the west side of the 
| Connecticut to Ascutneyville, then across the river and 
| southeast to Hancock, N. H., 44 miles in all. The line is 
| intended to connect with the Manchester & Keene at Han 
| cock, and will give the company a connection with the 

Nashua & Low all road without the use of the Northera oi 

the Concord road. Seven miles of the line out of Windsor 
| can also be used as part of the proposed line from Winds 
| down the river to Brattleboro. 


| Chesapeake & Ohio Canal.—The United States Cir 

cuit Court, in the Stewart suit, has refused the application 
| for the appointment of a receiver. The Court admits that 
| the preferred bondholders have suffered some hardships, and 
| also that the managers of the canal have been guilty of some 
minor extravagance, but holds that the tondholders have 
not shown sufficient cause for a receivership. The Court 
intimated that on proper application an order would be 
| granted requiring the directors to publish at stated periods 
| tull statements of their receipts and disbursements, such 
statements always to be open to inspection. No applica 
tion for such an order has yet been made. 








|. Chicago, Burlington & Quincy.—At the special met 

|ing in Chicago, Dec. 28, after a short Ciscussion, it was 
almost unanimously decided to adopt articles of consolida 

tion of the following roads with the main line: 

Kansas City, St. Joseph & Council Bluffs; Nodaway 
Valley ; Chillicothe & Chariton; Red Oak & Atlantic: Moul 
ton & Albia: Keokuk & St. Paul, and Hastings & Avoca. 

A resolution was then adopted authorizing the board of 
directors to increase the capital stock to cover the cost of 
the new property taken. 

An adjournment was then bad until Jan. 8, when it will 
be necessary to act on some details of the consolidation. 


Columbus, Chicago & Indiana Central —The com 
mittee representing the consolidated first-mortgage bond- 





we are in perpetual danger from cattle straying on our 
track, and a great deal of expensive fencing will have to be 
done before we can run at full speed. We require at the 
resent time 25,000 tons of steel anu 500,000 cross ties to | 
ay down as rapidly as possible. The machine shops at! 
Topeka are altogether insufficient in size, and we are) 
without the necessary shops to repair rolling stock both in 
Colorado and in New Mexico. In or near Kansas | 
City we shall require at least 100 acres of 
land to make exchanges of cars, with the necessary 
round-houses, coal chutes, &c. The renewal of bridges, | 
which should be done at once, will require some $80,000, and 
the water service not less than $110,000. At Topeka we | 
ought to erect the necessary buildings tor the business of 
the company. Passenger depots should be put up at Law- | 
rence and  ¥y and round-houses should be either en- 
larged or built at Atchison, Emporia, Florence, Newton, | 
Nickerson, Dodge City, Sargent and several places in Col- | 
orado and New Mexico. In the matter of rolling-stock 
alone, we require engines and cars which will cost in the 
neighborhood of $2,000,000. Besides all this, some forty 
miles of side tracks should be laid at once. In short, 
although the road has been a successful one and the busi- | 
ness has increased as much as the stockholders could hope, | 
vast sums of money will have to be spent before we can work 
economically and profitably. The directors, after giving | 
the whole matter a careful consideration, have decided that | 
$6,000,000 should be spent on the road, And they consider | 
it much more conservative to issue stock and sell it at par to 


| 











the stockholders, than to load down the road with a heavy 


holders has issued the following notice: 
‘**Messrs. A. Iselin & Co. have notified us that they 
can only include in any future negotiations they may 


| enter into for the sale of certificates those which shall 


have been placed under our control, with power to 
dispose of them on the same terms as they may accept 
for themselves, subject to such Jimit as may be fixed. 
We have made arrangements with the. Gallatin Na- 
tional Bank to receive the certificates which thew holders 
wish to be included in any future negotiations which A. 
Iselin & Co. may enter into for the sale of the certificates 
under their control. The agreement under which the certifi- 
cates may be deposited will be ready on Jan. 1u, and all cer- 
tificates deposited on and after that date, and before the 20th 
of same month, will be included in any sale A. Iselin & Co. 
may make.” 

The circular of Iselin & Co. is as follows: 

* As an alternative for the payment in bonds for Union 
Trust Company certificates for Columbus, Chicago & In- 
diana Central Railway Company consolidated first mort- 
gage bonds, which we had the option by our agreement of 
Nov. 17 to sell to Mr. W. EL. Scott, we proposed to sell 
him the certificates under our control at 109, with a 
partial payment down and the balance, with interest at 
5 per cent., from Jan. 1 next until paid, to be secured 
by the certificates sold and additional collateral 
coupled with the condition that he sheuld be 
bound to purchase on the sate terims all other certificates 
which might be offered him within 30 days. This condition 
was objected to on the ground that it imposed tbe obligation 
to purchase an indefinite amount of certificates without 
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giving the right to call for any: 


j 
| 
| 


In justice to the clients we 


represent, we cannot, in any future negotiations we may make, | ceases there will have arisen a general increase in the traffic | railroad for its polesand wires without charge. 


include any certificates which shall not bave been placed | 
under the control-of the Bondholders’ Committee in accord- | 
yo with the terms of the notice they publish under this 
ate.” 


Coluinbus & Western.—This road, formerly the Savan- 
nah & Memphis, has been sold to the Central Railroad Com- 
pany of Georgia for $700,000, and will be transferred to the 
new owner at once, It is 60 miles long, from Opelika, Ala., 
to Goodwater, was sold under foreclosure last year and 
bought by the bondholders, who organized the present com- 
pany. 


Denver, South Park & Pacific.—It is announced that 
this road will hereafter be operated as the Denver, South 
Park & Pacific Division of the Union Pacific, that company 
having acquired a controiing interest. 


East Tennessee, Virginia & Georgia.—It is stated 
that the contract for extending the Morristown Branch to 
the North Carolina line at Paint Rock will be l<t soon, and 
work begun in the spring. It is proposed toextend the road 
to Warm Springs, six miles over the line in North Carolina, 
provided the necessary authority can be obtained from the 
Legislature of that state. ° 

The board bas approved the purchase of stock in the Knox- 
vilie & Obio Company, and also the contrast made by that 
company with the Louisville & Nashville for the completion 
of a connection at the Kentucky state line, by the extension 
of the Knoxville & Ohio north, and the Louisville & Nash- 
ville’s Knoxville Branch south, 


Evansville, Rockport & Fastern.—Tiis company 
has been formed by the consolidation of the Lake Erie, 
Evansville & Southwestern, the Cincinnati, Rockport & 
Southwestern and the Evansville Local Trade companies. 
The last named organization held a controling interest in 
the oa oy road and claimed also to bold one in the South- 
western, but a law suit was pending in relation to the latter, 
which will be settled by the consolidation. The consoli- 
dated company owns a line from Rockport, Ind.. to vas- 
per, 38 miles, and one from Evansville to the first-nammed 
0" ania itmaee 34 miles, making 72 miles of completed | 
road, 


Kansas City, Ft. Seott & Gulf—The Rich Hill 
Branch of this road has been extended from Rich Hill, Mo., 
eastward to Carbon Centre, in Bates County, a distance of | 
tive miles. This makes the brauch 29 miles long, from 
Pleasanton, Kan., to Carbon Centre. Grading is in pro- 
gress on a further extension to Timber Hill, three miles 
south of Carbon Centre, 

The Ft. Scott, Southeastern & Memphis Branch is now 
opened for business to Golden City, Mo., 42 miles from Ft. 
Scott, Kan., and 25 miles from the junction with the old 
line at Arcadia. 


Laclede & Ft. Scott.—An effort is being made to revive 
this old project, and it is said that a contract bas been let 
for the construction of the road from Laclede, Mo.. to Ft 
Scott, Kan. Part of it was graded sume eight years ago. 


Lake Krie & Western.—The directors have called a 
meeting of the stockholders and registered bondholders, at 
Lafayette, Ind.,c¢n March 3 next. A contract of consoli 
dation of this company with the St. Louis & Indiana Rail- 
way oi Illinois, the Lake Erie & St. Louis and the Frank- 
fort & Kokomo Companies of Indiana, will then be sub- | 
mitted for ratification. 

The Lake Erie & St. Louis and the St. Louis & Indiana 
are the companies organized to build the proposed extension 
of the road to St. Louis. 


Louisville & Nashville.—The Rollins suit to enjoin this 
company from the issue of new stock as a dividend, has been 
withdrawn and the injunction consequently dissolved. 

The company has, somewhet unexpectedly, settled its dif- | 
ferences with the Adams and Southern Express companies. 
All the pending suits are to be withdrawn, the Adams and | 
Southern companies will again take the express business 
over. this company’s lines, as formerly, and will buy at a 
fair valuation all the wagons, horses and other property 
which the company has bought or has in use for its own ex 
press. 

At a meeting of the board in New York, Jan. 5, the fol 
lowing statement was submitted for the six months ending 
Dec. 31, the first half of the company’s fiscal year : 

Net CAPMINGS......0ccccccscccses 
Receipts from other sources. .. 


.. $2,206,331 
ne 95,342 





$2,301,673 | 
1,610,000 | 





BOPBRAB: 2 occice 00 ; A IRA eee $691,673 

(on this showing it was resolved to declare a dividend of 3 | 
per cent., which will require $543,900, leaving a balance of | 
¥147,773 to revenue account. 


Mexican.—At the half-vearly meeting of the Mexican 
Railway Company (Vera Cruz to Mexico) in London, Dec. 
14, the Chairman, Mr. R. W. Crawford, began his speech to 
the stockholders as follows: 

“Gentlemen, when [addressed you from this chair on June 
29 last | thought I had cause to congratulate you on the ac- | 
counts which we were then able to lay before you on the | 
state of our affairs and the prospects that were opening up 
to us for the future, and 1 think I may congratulate vou 
now equally, if not more so, and may expect you in return 
to congratulate us on the accounts we lay before you in the 
report you hold in your hands. I told you then of the suc- 
cess that had attended in a great measure the reconstitution | 
of the capital of our company. and I went on, I remember, 
with some diffidence to say I thought that if all things went 
well we might possibly pay the fitst preference holders in 
full their half-year’s claim of 4 per cent. Our traftic has in- 
creased, our charges have diminished, and we are enabled to 
bring about an account to June 30 showing a profit which 
has enabled us not only to pay the first preference holder his 
{ per cent., and the second preference holder his 3 per cent. 
tor the half-year, but also to give that long-suffering indi- 
vidual, the ordivary shareholder something, itis but little, but | 
very little; namely, 1s. per share, or 10s. per cent. [that is 10 | 
shillings on a £100 shares—'y of 1 per cent.] per annum, and 
I hope that is but a prelude to the continuation of payments 
of that kind. The success of the measure of the reconstitu- 
tion of our cavital was very great. You see the effect of it | 
in the accounts which are before you to-day; and upon that | 


I need not say more now, but will proceed at once to deal | Mill. 


with matter concerning the half-year in which we are now 
engaged, 

** As Lsaid, prosperity has continned to attend us, and our 
receipts have been greatly increased, but there is that in the 
increase, which I am bound to refer to, which makes it of a 
temporary character, but [hope will become permanent. 


No doubt a large amount of the trafic charges we are earn- | 
ing is due to the quautity of materials, rails, and everything 


else making up a rail-vay, which has now been carried by 
this company from Vera Cruz to Mexico. We have a large 
traflic of that kind at present; but that company ‘will not go 
on bpilding railways forever; but our hope is that when the 


| sion in speaking of the events of the last half-year. 


| the Pennsylvania Railroad Company, the authorities of the 


ithe borough. It is 


jand Spring Mill _ to 
| it will be built upon the west side of the Schuylkill River. 
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direct profit received for the conveyance of these materials 


of the country, arising out of the use of the materials so 
carried for the Central Company. 
‘*T have been told that I was too cautious on the seat, ono 
en 
pry | of them now from so favorable a point of view I 
should like not to be too venturesome; but it is not only in 
matters affecting our railway itself that we have been very 
fortunate. A great change has come over the face of affairs 
in Mexico generally: for anyone who has any acquaintance 
with the affairs of that country would recollect that on 


| former occasions such an event as & change of one President 


for another had not been unattended with disturbance and 
tumult. On the present occasion we have szen nothing of 
the kind. The election had been peaceable and orderly, 
holding out an example to many of the constituencies of this 
country—(hear, hear)—and as to the state of Mexico itself, 
we see there, partly from one cause and partly from another 
—and among these causes I think I may include the ex- 
ample our railway sets to the country—a much better state 
of things generally, and order throughout the country, and 
a state of society different from what was known many 
years ago, and affording again a wonderful example to the 
kingdom over St. George’s Channel. Now, ail this had a 
great effect on the welfare of our line, and all that we can 
hope is that this thing will continue, that it may go on, and 
that industries may arise and increase in that country, and 
that we may in one way or another be very largely benefited 


| as carriers to the principal part of the state.” 


Nashua & Lowell.—In the suit of the Nashua & Lowell 
Railroad Company rs. the Peterboro Railroad, wherein the 
former sought to be relieved of the obligation to pay the 
rental stipulated in the case of the Peterboro road to the 
Nashua & Lowell, which lease the latter corporation main- 
tained was not properly authorized to be executed in its 
behalf, a stipulation dismissing the bill of complaint hus just 
veen filed in tie Clerk’s office in Boston. 

A dispatch from Concord, N. H., says: ** At a meeting of 
the Governor and Council to-day a hearing was given the 
Boston & Lowell Railroad Corporation, to allow the 
corporation to state its case in the matter of the legality of 
the lease of the Nashua & Lowell Railroad, and on a peti- 
tion to have the lease indorsed in such a manner that its 
legality will be unassailable. Manager Hosford of the 
Boston & Lowell road appeared, and presented the contract 
or lease, and made brief remarks explanatory of the same. 
Attorney-General Tappan then verbally delivered his opin- 
ion. He said that the contract was purely a lease, in his 
mind, and, as such, it must be authorized by the Legislature, 
and that the Governor and Council had nothing whatever to 
do with the sanctioning of it. He further stated that the lease 
was illegal, for the statute plainly provides that no contract 


| between two or more railroad companies shall be made fora 


term of years exceeding five, whereas this lease was made 
for 99 years: and, furthermore, no contract shall be legal or 
binding unless authorized in writing by the Railroad Com- 
missioners and sanctioned by the Governor and Council; 
therefore it would bean unwarrantable action for the Gover- 
nor and Council to ratify a contract for 99 years, and illegal 
for them to do so by installments, that 1s, at the end of every 
tive vears. 

* Mr. Hosford stated that the above was substantially the 


opinion entertained by the counsel for the Boston & Lowell | 
| road: that it would be satisfactory to his people, and he was 
| quite content. 


He stated that he appeared in the interest of 
the road, not to argue the matter nor to inaugurate argu- 


ment, but simply to obtain the opinion of the Governor and | 


Council and Attorney-General, and to ascertain if the cor- 
poration was acting legally or not.” 


Nevada & Oregon.—A contract has been let for the 
construction of this road, and ground was formally broken 
at Reno, Nev., last week. It is to runfrom Reno north and 
west to the Oregon line at Goose Lake. 


New Orleans Pacific.—This company has bought two 


| squares of land in New Orleans for $150,000 as a site for its 


depot buildings and shops. 


New Sharon, Coal Valley & Eastern.—This projected 
road is to start from New Sharon in Mahaska County, Ta., 
and to run southeast by Delta, Fairfield and Salem to Keo- 
kuk, a distance of about 95 miles. An extension from New 
Sharon northwest is also projected. 


New York & New England.—On the extension of 
this road the tracklayers have reached the New York state 
line, six miles west of Danbury, Conn., the last point re- 
ported, and 33 miles west of the old terminus at Waterbury. 
Pursher progress has been hindered by the severe weather 
and deep snow. 


Northern Pacitic.—The following circular was issued 
Jan. 4, by the syndicate, which is placing the new loan of 
this company: ‘* We beg to announce that the subscriptions 
received by us forthe Northern Pacific Railroad general 
tirst-mortyage bonds having considerably exceeded the 


| amount reserved for this market, we can receive no further 


subscriptions, except subject to the London allotment, which 
will be as soon as practicable after the closing of the books 


| there on Wednesday night, Jan. 5.” 


Otkio Central.—There is a report that this company has 
bought or ieased the Columbus, Springfield & Cincinnati 
road, which extends from Columbus, O., west to Springfield, 
and has been for a long time operated by the Cincinnati, 
Sandusky & Cleveland Company. 


Old Colony.—This company will sell by auction, Jan. 
12, 2,000 shares of its stock. Itis understood that the pro 
ceeds are to be used in payment for new depot sccommoda- 
tions recently purchased in South Boston. 


Pennsylvania.—The Philadelphia North American says: 
** The plan of running a railroad from Philadelphia to Con- 
shohocken cud Norristown is still under consideration by 
former place having offered the right of way through 
undecided as yet whether the 

built to run through Germantown 
Hill, or by the way of Barren Hill 
y Conshohocken, or whether 


road shall _ be 
and Chestnut 


Surveys are being made on the west side of the Schuylkill 
for the purpose of ascertaining the practicability of a route 
which would pass through Lower Merion and debouch upon 
the Schuylkill somewbere in the neighborbood of Spring 
These surveys are purely experimental, and no de- 
cision will be reached, most likely, until the comparative 
expense and the prospective business of the routes on each 
side of the river can be estimated.” 


A Philadelphia dispatch of Jan. 3 says: ‘‘ The Western 


| hands, and the validity of its claim to important 
will be legally tested in the immediate future. In this in 
stance its opponent is the Pennsylvania Railroad Company, 


| and the point at issue is the right of way along the railway 


| line between this city and New York. 


“* There is a wide difference of opinion between the officers 0 
| of the companies as to the terms of the contract under which ' moreover, that as the day for the election of the company’. 


Union Telegraph Company has additional trouble upon its 
rivileges 
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| the telegraph company is allowed to occupy the line of the 
The only 
| consideration iu tbe past has been the transmission, free of 
cost, of such messages asthe railroad company desired, but, 
as the latter has its own telegraphic service, it has con- 
tended that it does not receive proper remuneration for the 
privileges allowed. 

‘* Last spring the American Union Company entered into 
a contract with the Pennsylvania Railroad Company to 
build a telegraphic line to New York, along the route of the 
railroad, and pay an annual rental of $100,000. After this 
favorable arrangemeni had been made, the railroad officials 
gave notice to the Weste-n Union ofticers that no contract 
would be made with them in the future unless they complied 
with certain terms waich were similar to those already made 
with the American Union, and subsequently the telegraph 
company was informed that all present arrangements would 
terminate on Jan. 6, unless a new contract was agreed upon 
prior to that time. 

** The last order of the railroad authorities directed the re- 
moval of all Western Union Telegraph agents and operators 
from the line between this city and New York. Now the mat- 
teris to have a legal adjudication, and it .was the intention of 
counsel for the Telegraph Company to apply to the Umited 
| States District Court this morning for an injunction re- 
| straining the railroad company from carrying out its de 
signs. The absence of Judge Butler, however, retarded the 
proceedings, and the application will be made to the court 
to-morrow.” . 

A later dispatch. Jan. 4, says: 

‘The We tern Union Telegraph Company filed a bill this 
morning in the United States Cireuit Court for an injunc- 
tion to restrain the Pennsylvania Railroad Company from 
interfering with its lines of te‘egraph, between the City of 
New York and along the lines of railroads of the United 
Companies in the state of New Jersey. The bill 
is very elaborate and recites the several agree- 
ments under which the lines have been erected, and 
avers vhat these agreements are still in full force and 
that the company has an indisputable right to maintain its 
lines. The first agreement is dated October 17, 1846, be- 
tween the Camden & Amboy Railroad Company and tbe 
| Philadelphia & Trenton Railroad Company and the Mag- 
netic Telegraph Company, to the rights of whicb latter cor- 
poration the Western Union has succeeded. Other contracts 
provide for the erection of lines between Camden and Amboy, 
and Jersey City and New Brunswick, and along the Belvi 
dere Delaware and other railroads. 

** The bill charges that the Pennsylvania Railroad -Com- 
paiy expressly assumed all the contracts, and the New 
Jersey corporations, and has ever since the lease in 1871 
been in enjoyment of telegraphic facilities. without which 
the railroad could not have been operated, and has assisted 
the Telegraph Company in maintaining and repairing its 
lines by the transportation and distribution of men and 
materials, and that on the faith of these contracts the 
Telegraph Company has made constant end large expendi 
tures. It further charges that any interference with the 
line would derange the business of the company, not only 
by cutting off the chief means of communication between 
New York and Philadelphia, hetween which points about 
a thcusand messages a day pass, but also with other points 
south and west, the messages to and from whicb, that pass 
| over the main line, are at least ten times as many. 
| ‘ Oneof the sections of the bill is as follows: 

‘** And your orator further shows that during the entire 
| time that has elapsed since the erection of the tirst line of 
telegraph, under the agreement of Oct. 17, 1846, down to a 
very recent date, an interval more than sufficient to give an 
| indefeasible title under the statute of limitations, there has 
been, to the knowledge of your orator, no dispute cr misun- 
derstanding between the said railroad companies and your 
orator, or those to whose rights your orator has succeeded. 
The use and operation of the several lines of telegraph 
have in no manner interfered with the use and 
operation of the railroads themselves, but it would 
not have been safe nor practicable to manage said railroads 
without the co-operation of the lines of telegraph. For 
| many years the principal patents were controlled by those 
under whom vour orator now claims, and by the introduc 
tion of new and useful improvements in the art, and by the 
extension of the lines of your orator’s company throughout 
all the states and territories of the Union, greater facilities 
| have from time to time been supplied to the said railroads, 
and in the repair of the lines already constructed, and the 
erection of others, the said railroad companies have assisted 
and co-operated by the transportation of men and materials. 
and for such extensions and renewals the expenditures of 
your orator have been constant and great.’ 

‘It then refers to negotiations for the purchase of one of 
its lines of poles by the railroad company, and states that 
pending the negotiations permission was given to the 
American Union Company to put up its poles and wires, 
after which a notice was served. under date of Sept. 80, 
1880, requiring the lines to he removed by the 6th of this 
month. Several letters were exchanged and interviews 
had, but, no agreement having been reached, it became 
necessary to make this application. 

“The preliminary injunction was granted, and argu- 
| ment will possibly be had upon the return of Judge McKen- 
nan to this city on Jan. 17. Messrs. Bullitt and Sickson, of 
this city, with ex-Chancellor Williamson, of New Jersey, 
represent the Telegraph Company, and Hon. Wayne Mac- 
Veagh appeared for the Pennsylvania Railroad Company.” 

















| Peoria, Decatur & Evansville.—Track on this road 
|is now laid to West Salem, Ill., six miles beyond the old 
jterminus at Parkersburg,*and 198 miles from Peoria. 

Vracklaying is in progress on the line from West Salem to 
| the Wabash River, 17 miles. On the southern end of the 
line work has been in progress for sometime, and the track 
is reported laid from Evansville, Ind., northwest to Perry- 
ville, 18 miles, with the grading done to the Wabash, 16 
miles further. 





| Philadelphia & Reading.—the Masters, to whom the 
| question of a postponement of the annual meeting to Feb. 

| 15 was referred by the Court, have been hearing testimony 

| and arguments on both sides, closing Jan. 3. 

| Efforts have been made to unite and draw out tiie oppusi- 
| tion to the present management, and it is understood that 
| Messrs. Kidder, Peabody & Co., who hold the proxies for 
| the McCalmont stock, have received proxies or assurances of 
| support from a number of American stockholders. 

A London dispatch of Jan. 4 says that Messrs. McCalmont 
| have made public a letter as follows: ‘‘ We learn by letters 
| from Mr. Gowen, President of the Philadelphia & Reading 

Railway Company, that he intends to offer for subscription 
| his scheme of deferred bonds without obtaining any previ- 
| ous guaranty and deposit to secure its success. We are the 
largest shareholders, and think it right to make it known 
that the plan, as submitted to the American Court, was 
| based on a guarantee of its success to be given by an asso- 
| ciation or syndicate, and secured by a deposit of $2,000,- 
| 000, and it was only with this condition that the Court ap- 
| proved of the plan. The failure of such an attempt would 

injure the company, and even only a partial success might 
| produce financial entanglement and mischief. We think, 
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board of directors is at hand, and as numerous shareholders, 
including ourselves, have come to the conclusion that a 
change is n , President Gowen and the present board 
of directors ought not further to press such important 
financial operations until after the election.” 

On the same date Mr. Gowen sent the following dispatch 
to Acting Receiver Keim: 

** Contract signed and $2,058,000 deposited as guarantee 
by good bank representing syndicate, who agree to take at 
ful lissue price, without commissions, all of the deferred in- 
come bonds not taken by shareholders and bondholders, 
the latter having right to apply on account. of 
whatever is left by shareholders, who are entitled 
literally to their strict quota. This insures suc- 
cess and saves company over half a million in commissions. 
Prospectus issued here to-night. aor Hey peng open in Lon- 
don and Paris Thursday. I am satisfied I can sell $20,000,- 
000,- part A, new 5 per cents at 110, and part B at par, 
which will provide funds to pay deferred coupons, scrip in- 
come mortgage bonds, arrears sinking funds of improvement 
mortgage loan and general mortgage loan, receivers’ certifi- 
cates and interest arrears, all of which can be accomplished 
within four weeks.” 

A dispatch received from London, England, Jan. 5, says 
that the J7imes in its financial article says: ‘* President 
Gowen, of the Philadelphia & Reading Railway Company, 
is bold enough to deserve success, and to-night (Tuesday), 
almost on the eve of the new election for directors, he issues 
a prospectus of his deferred bonds. According t» this 
document the issue is already secured, as whatever 
is left unsubscribed for by the existing bond and share- 
holders will be taken by a vombination of capi- 
talists at the issue price, without commission. President 
Gowen writes in reply to the letter of the McCalmonts 
on this point and draws attention to the fact that their criti- 
cism was thus unfounded. We have not lately met a more 
significant indication of a revival of speculation than the 
fact that such an issue of deferred bonds should have been 
guaranteed for nothing beyond the chance of being able to 
sell ata premium. As long as the bond and shareholders 
find the money there is nothing to be said. In all probability, 
however, these deferred bonds will become a medium for 
the very worst kind of gambling, and their chances of a 
dividend appear to us very small.” 

The Philadelphia Times of Jan. 6 says: ‘‘ Contrary to 
expectations the Masters have rendered an opinion adverse 
to the postponement of the annual meeting of the stock- 
holders, and Messrs. Judge Green, J. C. Bullitt and James 
J. McCook, representing the McCalmont interest, with 
Messrs. J. G. Johnson and James E. Gowen, on behalf of 
the present management, left for Pittsburgh last night, and 
will argue the question before Judge McKennan, in the 
United States Court, at 10 o’clock this morning. 

‘‘In order that no time may be lost in carrying out the 
deferred bond scheme, a circular has been prepared which 
was issued yesterday simultaneously in Paris, London, New 
York and this city. With most of its provisions our readers 
are familiar, but we would call attention to two points. 
Each stockholder is entitled to sutscribe for $50 of the loan 
for every share of stock, whether registered in his name or 
not. The amount not so taken may be applied for by the 
bondholders, and the syndicate stand ready to take the 
balance. Subscriptions will be opened to-day and closed on 
or before the 15th instant. A premium of 1 per cent. was 
offered yesterday for the privilege of subscribing.” 


Pittsburgh, Cincinnati & St. Louis.—Notice is given 
to the holders of the Steubenville & Indiana 7 per cent. 
bonds, known as the Newark Division bonds, that the priv- 
ilege of converting them into the 7 per cent. bonds of the 
Pittsburgh, Cincinnati & St. Louis Railway Company has 
vere extended by the board of directors until April 1, 

881. 


San Francisco & Ocean Shore.—It is said that work 
will soon be begun on this road, which is to run from San 
Francisco down along the coast to Halfmoor Bay, 26 miles. 
A further extension to Sunta Cruz, following closely the 
shore line, is projected. 


Sedalia, Warsaw & Southern.—This road is now 
completed and opened for business from Sedalia, Mo., south- 
ward to Warsaw, the county-seat of Benton County, a dis- 
tance of 42 miles, 


Standard Oil Co.—The Court of Chancery of New Jer- 
sey has refused to grant an injunction to restrain this com- 
pany from building and maintaining its oil-pipe line under 
the track of the Pennsylvania Railroad. 


Texas & St. Louis.—It is said that the owners of this 
road are making arrangements to extend the road from Tex 
arkana across Arkansas to Cairo, to connect there with the 
Cairo St. Louis road. An extension from Waco, Tex., to 
Laredo, to connect with the proposed Mexican National 
road, is also under consideration. 


Texas Western.—A dispatch from Galveston, Tex., Dec. 
29, said: ‘** The United States Circuit Court has rendered a 
decree in favor of the Farmers’ Loan & Trust Company, 
trustees, against the Texas Western Narrow Gauge Railroad 
for the sum of $420,090, and accumulated interest amount- 
ing to $12,585, directing the foreclosure of the mortgage, 
and ordering the sale of the road, allowing 60 days from the 
date of the decree for the payment of the amount of the 
judgment.” 

The road is of 3 ft. gauge, and is completed from Houston, 
Tex., to Pattison, 41 miles. 


Tioga.—It is reported that a controlling interest in this 
comaery road and in the coal field, which it serves, has 
been sold to the Delaware, Lackawanna & Western Com- 
pany. The road extends from Elmira, N. Y., to Arnot, Pa., 
44 miles, with several short branches, and it is the carrier 
for the Blossburg bituminous coal field in Tioga County, Pa. 
The company also owns some coal lands. 


Toledo, Delphos & Burlington.—The track of this 
road reached Kokomo, Ind., Dec. 31, thereby saving the 
subsidy of $24,000 voted by that town. The new terminus 
is 11 miles west by south from Greentown, the last point 
noted, and 181 miles from Toledo. 


Washington City, Virginia Midland & Great 
Southern.—The Virginia Circuit Court has confirmed the 
recent sale of this road to the bondholders’ committee, all 
objections being overruled. The reorganization of the road 
will now proceed at once. The new company will be known 
simply as the Virginia Midland. 


West Jersey.—Surveys are to be made for an extension 
of the Swedesboro Branch from Swedesboro, N. J., south- 
west through Woodstown to Salem, about 18 miles. This 
extension would shorten the distance between Salem and 
Philadelphia, but it would render the present Salem Branch 
valueless. Very probably the company’s object is chiefly 
to prevent the extension of the Camden, Gloucester & Mt. 
Ephraim road. 


Wooten, Mooresville & Dallas.—This company has 
been organized to build a railroad from the North Carolina 
west, by Dallas and Brevard to Mooresville, about 50 miles. 
The capital stock is fixed at $510,000. 














New York, New Haven & Hartford. 


This company owns a line from Williamsbridge, N. Y., to 
Springfield, Mass., 123 miles, with branches from Berlin, 
Conn., to Middletown, 10 miles; from Berlin to New Britain, 
3 miles; from Windsor Locks, Conn., to Suffield, 4.5 miles, 
and in Hartford, Conn., 1 mile, making 141.5 miles owned. 
It leases the Harlem River & Portchester road, from New 
Rochelle, N. Y., to Mott Haven, 11.8 miles, and the Shore 
Line road, from New Haven to New London, 50 miles. The 
accounts of the Shore Line are kept separately, the figures 
ey being for 153.3 miles worked. Its trains run on the 
New York & Harlem track from Williamsbridge to the 
Grand Central Depot in New York, 11 miles. The report is 
for the year ending Sept. 30, 1880. 

e equipment consists of 97 engines; 204 passenger and 
60 mail and baggage cars; 1,687 freight and other cars. It 
was increased during the year by 3 locomotives, 2 passenger 
and 209 freight cars. 

No additions were made during the year to capital expen- 
diture accounts, and there was no change in the contingent 
account. The general balance sheet is as follows : 

Stock ($109,541 per mile)........... 2. 0... ceeeeeee $15,500,000 .00 
NS Rb Re toy Vis sewenacls Sashes canestes 3,000.00 
Current accounts and balances............. ........ 328,431.14 





Contingent ACCOUNE... .....cccsccccccccccccccceccess 169,261.30 
I I a si seid 050 seriesdenorscceessaneoeenss 1,976,021 .56 
Mar axnkihoesarcineeseeseaeedondesrsians ad $17,976,714.00 
Road, equipment, real estate, docks, 
ete. ($111,187 per mile).... .... ... $15,733,002.09 
Materials and supplies).............. 425,296.50 


Shore Line ... 23,835.61 
Debit balance, Shore Line............ 99,614.54 
Cash and cash assets........ ........ 1,694,965 .26 
-—-—— 17,976,714.00 

The company has no bonded debt; it is indorser on Harlem 
River & Portchester bonds, the yearly interest on which is 
$130,C00. 

Cost of property is made up of $12,889,584.40 for the 
road; $2,154,454.71 cost of equipment; $560,274.67 real 
estate and $128,688.31 docks and wharves. 

The traffic for the year was as follows : 














Train Mileage : 1879-80 1878-79. Increase, P.c. 
Passenger. . 1,441,628 1,386,964 54,664 3.9 
Freight * 949.853 843,736 106,117 12.6 
Es ncanancainwsios 71,351 59,571 11,780 i9.6 

Ed ke Kins ohne wie 2,462,832 2,290,271 172.561 7.5 


Passengers carried... 4,600,507 3,587,899 1,012,608 28.2 
Passenger mileage... 125,300,345 103,113,443 22,186,903 21.5 
Tons freight carried.. 1,348,687 1,209,630 139,057 11.5 


Tonnage mileage.... 78,372,806 63,187,479 15,185,327 24.0 
Av. train load : 

Passengers, No... ... 86.92 74.34 12.58 16.9 

Freight, tons......... 82.51 74.89 7.62 10.2 


The —— increase in passenger business was, apparently, 
chiefly in local passengers, while in freight the reverse may 
be seen, the increase coming largely from through freights 
in spite of the sharp competition of the boat lines. 

The earnings for the year were as follows : 

















1879-80. 1878-79. Increase. P.c. 

Passengers....... 2,347,565.47 $2.150,552.08 $197,013.39 9.2 
Freight. .. ...... 1,634,092.08 1,492,261.38 141,830.70 9.5 
Mailand express. 271,158.89 269,929.29 1,227.60 0.5 
Interest, ete..... 41,421.45 20,852.39 20,569.06 98.4 
: | ee $4,294,.235.89 $3,933,595.14 $360,640.75 9.2 
Expenses . 2,370,999.43  2,020,914.83 350,075.60 17.3 
We cacsces bans 228,259.88 221,020.50 7,239.38 3.3 
WANE she cnsewed 2,599,250.3L $2,241,935.43 $357,314.98 15.9 








Net earnings. ..$1,694,985.58 $1,691,659.81 $3,325.77. 0.2 
Gross earnings 


per mile....... 28,011.98 25,659.46 2,252.52 9.2 
Net earnings per 

a ee 11,056.66 11,034.96 21.70 0.2 
Per cent. work- 

ing expenses.. 55.21 51.38 3.83 
Per cent. exp’s 

and taxes...... 60.53 56.99 3.54 


The proportion of earnings paid for the use of the New 
York & Harlem track from Williamsbridge into New York, 
is not included above, either in earnings or expenses; it was 
$239,107.00 last year, against $227,239.31 the previous 
year. 

‘The income balance is as follows: 

Balance cash assets, Oct. 1, 1879 ...... ........00.. $1,632,476.35 
Materials on hand, nig 326,945.95 

of od - “ “ 43,489 08 
54,486.45 
71,713.96 


? . Shore Line Div.... 
Decrease in Shore Line debtor balance 
Increase in accounts payable 





Transportation CarningS...........ccccccscccccecccces 4,294,235.89 
Total...... ee TE eT Pe ee ee $6,423,347 .68 
Transportation expenses.............. $2,370,990 .43 
pT SER i ere prea rereee 228,259.88 
Interest, Harlem River & Portchester 
DS cscitie ce! Shie bebssiasacaesees 130,000.00 
Dividends, 10 per cent................. 1,550,000 .00 
Materials on hand, Oct. 1, 1880....... 425,296.50 
ot it “ “ Ld Shere 
RD ME oo 6 Sachs untae: he anscsewenneck 23,835.61 
Balance cash assets..................+ 1,694,965 .26 





— 6,423,347.68 
The balance of cash assets is made up of $542,429.82 cash; 
$398,586.46 loans and bills receivable; $163,286.17 due 
from agents; $60,194.60 due from connecting roads, and 
$530,468.21 advances to Harlem River & Portchester 
road. 
SHORE LINE DIVISION. 
The operations of the Shore Line Division, 50 miles, were 
as follows : 
1879-80. 


1878-79. Increase. P. c. 





Passengers.. .... .... $241,033.99 $206,526.18 $34,507.81 16.7 
| Se 77,212.90 62.343.91 14,868.99 23.9 
Mails, etc............. 30:864.69 30,215.92 648.77 2.1 

Total... ....... $349,111.58 $299,086.01 $50,025.57 107 
Expenses........... 194,625.18 155,915.18 38,709.95 24.8 





Net earnings.. . $154,486.45 $143,170.83 $11,315.62 7.9 
NNN aaah os ~ qi 100,000.00 100,000.00 ....... 


Surplus.... .... $54,486.45 $43,170.83 $11,315.62 26.2 
Gross earn, per mile. . 6,982.23 5,981.72 1,000.51 16.7 
Net - a ne 3,089.73 2,863.42 226.31 7.9 
Per cent. of expenses 53.77 52,14 3.63 


The surplus was applied to the balance charged against 
this division, reducing it to $99,614.54 at the close of the 
year. 

GENERAL REMARKS. 

The President’s report says: ‘‘It is gratifying to the board, 
as it no doubt is also to you, thatthe receipts of the company 
for the fiscal year ending Oct. 1, 1880, are considerably in 
excess of those of the previous year, though that excess is 
not in proportion to the increase in the vulume of business 
done over our road. In other words, as will he learned from 
the foregoing figures, we have done a good deal more work 
this year than last and have got some more pay for it, while 
the gain is not the same ratio as the increase in tonnage or 
number of passengers. Our expenses also show an increase 
over last. year, resulting from the increase of work done and 
the advanced cost of labor and supplies. . 


‘During the year various additions have been made 
to our rolling stock and depot facilities. About 184 feet of 
bulkhead and water front have been purchased adjoining 
our freight depot at pier 50, on the East River (New York), 
and a new and commodious freight house has been erected 
thereon. This has fully doubled our capacity to receive and 
deliver freight at that important station. The increase of 
our freighting business in New York city, as was stated in 
our report of last year would ——_ he the case, has 
made this investment, in the judgment of the board, a ne- 
= The total cost of this enlargement was about $60, - 


“Our equipment for floating cars between pier 50 and 
Harlem River station has also been doubled during the past 
year, by the purchase of one new steam tug and four new 
ten-car barges or floats at a further cost of $62,000. 

‘Since our last report the new freight house at Meriden 
has beeu completed at an expense, coming into the accounts 
of this year, of about $12,000. It was partly paid for last 
year. A substantial addition to our passenger accommo- 
dations in Bridgeport isnow being made at an expense of 
several thousand dollars. 

‘**Our road-way, motive power and rolling stock in the 
passenger service are all in as good condition as last year, 
while 200 new coal carshave already been, and 400 new 
house cars are now being, added to our freighting equip- 
ment. There has been expended on these freight cars during 
the year about $159,000, which is more than half of their 
entire cost. 

‘* These additions to our freighting facilities have all been 
rendered necessary by the increase of traffic on our line. 
Whether this traffic shall ultimately out-grow these enlarged 
facilities we will not attempt to predict ; though we hope it 
may. 

‘The revival of business throughout the country and the 
consequent growth of our passenger and freight traffic have 
enabled us to meet all these expenses, together with the in- 
creased expense of keeping up and operating the road and 
rolling stock, and to pay the customary dividend, notwith- 
standing the large reduction made in our passenger rates in 
the spring of 1880. But for this growth contemporaneous 
with, but not to any great extent certainiy, caused by, such 
reduction of fares, our passenger receipts would have fallen 
off approximately in the proportion of that reduction. 

“Some other improvements are yet needed on our road, 
and, if our earnings will justify the expenditure, we trust 
some of them may be made during the coming year. Par- 
ticularly should a new passenger station be built at Meriden 
in keeping with the freight house recently erected there and 
with the wants of that thriving city. A new station house 
should also be erected in Milford at an early day. 

“‘Our Shore Line Division is now in first-class condition. 
It will be seen from the foregoing figures that this division 
is graduallv extinguishing the debt contracted to bring it up 
from the poor condition in which it was at the time the lease 
to this company was made; thus justifying the expectation 
that ere long it will at least cease to be a burden, and perbaps 
become a source of profit tothisccmpany. However this may 
be, your board are confirmed in the belief that the leasing 
of that road, as also the leasing of the Harlem River & 
Portchester road, has already proved to be of substantial 
advantage to this company.” 


Philadelphia, Wilmington & Baltimore. 


This company owns a line, all double track, from Philadel 
phia to Baltimore, 96.32 miles; a freight branch, 0.47 miles 
long in Philadelphia; the Port Deposit Branch, from Perry- 
ville, Md., to Port Deposit, 3.76 miles, and the Southern 
Division, from Delaware Junction to Rodney, Del., 11.40 
miles, making 111.95 miles owned. It leases the Delaware 
Railroad and branches, 100.50 miles, but the earnings are 
not included. The 43d annual report covers the year end- 
ing Oct. 31, 1880. 

The equipment consists of 78 locomotives; 4 parlor, 108 
assenger, 18 smoking and baggage, 17 baggage, 8 mail and 
aggage, 18 express and 5 milk cars; 766 house, 8 refrigera- 

tor, 79 stock, 371 platform, 65 lime, 4 dump and 23 lumber 
truck cars; 1 pay, 3 wood, 5 tool. 2 crane and 5 construction 
cars, 

The general account, condensed, is as follows: 

CEG dais i hike beiemmant, witeueinin Sede sddakcheh $11,585,750.00 
NE hs biktens. cpesonsdentbare Weenkbsewees 4.135,416.66 
Unpaid and accrued interest and rentals... ........ 148,156.64 
Renewal fun 199,663.59 
756,244.49 


ee seswasidehes esnecicial $16,825.23 1.38 
Road, improvements and real estate. $13,608,152.68 
Securities of leased, controlled and 
ak. Rare 2,440,205.44 
Sinking fund trustees............ .... 80,000.00 
Balances of accounts............ ... 2,462.90 
Advances to controlled lines. ... 238,090.99 
Materials and fuel.... ........ .00 «++ 242,005.03 
Cs. sexe FhdeSSeSRP ORDER AERS 4o0sK% 214,314.34 





16,825,231.38 

Stock was increased $13,000 during the year by exchange 
for convertible bonds. The funded debt consists of $240,500 
convertible bonds ; $1,000,000 bonds of 1887 ; &700,000 
bonds due 1892; $800,000 bonds due 1900; $1,000,000 bonds 
due 1910; $134,916.66 ground-rents and mortgages; 8200, 
000 improvement bills payable, and $60,000 ten-year notes. 
The debt all bears 6 per cent. interest, except the $1,000,- 
000 bonds of 1910, which bear 5 per cent. Important 
— in this account were made during the year, as noted 

310W, 

The earnings of the year were as follows : 


1879-80. 1878-79. Increase. P.c. 
Passengers...... $1,767,219.20 $1,541,049.95 226,169 25 14.7 
Freight and ex- 

DEGES .vcvivvecs 1,409,376.14 1,240,915.79 168,460.35 13.7 
Dnneseess 60h’ 58.257 .43 49,043.33 9,214.10 18.6 
eee 28,257.73 18,910.71 9,347.02 49.2 

Total........ $3,263,110.50 $2,849.919.78 $413,190.72 14.5 
Expenses and 
Gens <5:tcacen 1,896,887.37  1,567,742.41L 329,144.96 21.0 


Net earnings.$1,366,223.13 $1,282.177.37 $84,045.76 6.6 
Gross earnings 
29,134.92 25,457.08 3,677.84 14.5 


per mile... .. 
Net earnings per 

mile 12,198.42 11,453.11 745.31 6.6 
Per cent. of exps. 58.13 55.01 a 

The proportion of expenses increased because rates on 
much of the traffic were lower, and because increased train- 
service was necessary. 3 

The income account was as follows : 
rrr 


$1,366, 223.13 


Interest paid or accrued.................. $219,934.22 
Less interest received..................006 88,688,22 
Balance of interest.................. $131.246.00 
Dividends, 8 per cent...............000e005 926,080.00 
Taken to renewal fund................... 150,000.00 

—-——-- 1,207,326.00 

Surplus for the year................ $158,897.13 
Balance of revenue, Oct. 1, 1879......... $738,690.16 

Depreciation and bad debts............... 141,342.80 597,347.36 





Balance of revenue, Oct. 1, 1885 244.49 





The accounts charged off include $1,894.23 : on 
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the Delaware lease for the year, the net earnings being less 
than the rental paid by that amount. 

The Company has charged off $100,000 due from the Dor- 
chester & Delaware for back rent and advances, on account 
of the inability of that company to Pay; also $15,000 on 
the Wilmington steamboat account. The new ferry-boat 
Canton having been placed on the line between Canton and 
Locust Point, itimore, the tug and barges formerly in use 
were sold and loss charged above, 

Two new locomotives were bought and several built to re- 

lace old ones. Several passenger and freight cars were also 
built to replace old ones and 68 new freight cars added. The 
transfer-boat Canton was completed and placed in service. 

Unusual renewals of ties and rails were made and 614 
miles of track new ballasted with stone. The work of re- 
newing the Susquehanna Bridge iniron was completed. Ex- 
tensive yards were completed for freight switching and 
transfers just outside Wilmington and at Bayview, near 
Baltimore. The roadis generally in a better condition than 
ever before. 

The statement of renewal fund is as follows: 


III CRG IOOD, cnbsasebaiesecenes! <eeeccces voce $147,376.64 
Bridge renewals, stone ballast, signals, and other im- 
Sore SbSbeeccen dur rcuussecereone oaveeecs 97,713.05 
$49,663.57 
150,000.00 





CNS Ss cactieR hse akuiues acne varveweneser cease 
Added from nei earnings of 1880 ..................665 


I I My nc cdaccenccde socnccevenee $199,663.59 


The fruit traffic, upon which the Delaware Division so 
largely depended, showed a considerable reduction from the 
previous year. For four years it has been as follows : 


1879-80. 1878-79. 1877-78. 1876-77. 

Car-loads berries 509 636 771 638 
Car-loads peaches 3,417 4,331 869 4,003 
Weight in tons. . 31,406 39,738 13,111 37,109 
Total revenue. ..$159,875.59 $238,453.32 $85,920.23 $201,644.12 
P..W.& ‘O- 

portion........ 99,110.54 123,541.08 40,948.01 107,214.99 
Del. R. R. pro- 

portion..... .. 60,765.05 114,912.24 44,972.22 94,429.13 


The peach traffic is very fluctuating. The highest point it 
has reached was in 1875, when 9,072 car loads were trans 
ported. The berry traffic is much steadier. 

The mileage of locomotives was as follows : 





















Main Southern Del. 
Line. iv. R. BR. Total. 
Passenger trains. . 1,016,418 32,941 145,592 1,194,952 
Freight trains..... 794,853 45,578 183,318 1,023,749 
Service trains...... 63,551 1,179 2, 67,585 
ee ...1,874,822 79,698 331,766 2,286,286 
Total, 1878-79....1,640,649 73,269 329,163 2,043,081 


The average per engine was 29,312 miles run for the 

year. 
” The report says: ‘‘ Table E also shows a large expendi- 
ture for the purchase of the stock of the West Chester & 
Philadelphia Railroad Company, all of which has been 
bought. excepting 44 shares of $50 par. 

- This road furnishes a direct connection between Phila- 
delphia and the Philadelphia & Baltimore Central Railroad, 
thus completing a second road from Philadelphia to the Sus- 
quehanna, practically in the ownership of this company, 
and giving to the latter a second desirable entrance into Phil- 
adelphia, whicb will prove, it is believed, very valuable to 
this company, as great difficulties must be overcome in bring- 
ing any new railroad into the city from the Southwest. 

‘This company, on assuming the direction of the man- 
agement of the West Chester & Philadelphia Railroad, 
found it in bad condition in respect to repair, and much in 
need of new equipment and permanent improvements to 
bring it up to the standard of your road. To meet such 
wauts, it will be seen by table E that this company has 
loaned nearly $230,000 to the West Chester & Philadelphia 
Railroad Company. 

‘Tt is expected that the latter road, once placed in a good 
condition, and running 27 miles from Philadelphia, through 
a remarkably healthy and attractive country, will of itself 
prove a safe investment. ™ +3 * * 

“To provide a part of the funds for the purchases and 
expenditures above described, your board deemed it advis- 
able to borrow $1,000,0C0. Accordingly, they caused to be 
issued and sold ata small premium the bonds of this com- 
papy, bearing 5 per cent. interest, and payable at the end 
of 30 years, for that amount, and protected by a sinking 
fund. 

“rhe operations of the road during the year have been 
well mana; by your Superintendent, H. F. Kenney, to 
whom and his subordinates much credit is due therefor. 

“The condition of the road and its equipment was never 
better than at present, as your Ghovnes tna from personal 
observation.” 





Troy & Boston. 


This company works a line from Troy, N. Y., to North 
Adams, Mass., 47.51 miles, with a branch to Bennington, 
Vt., 5.38 miles, making 52.89 miles in all. The line owned 
is from Troy to State Line, 34.74 miles; the main line from 
State Live to North Adams, 1¥.77 miles, is leased from the 
state of Massachusetts, and the Bennington Branch from 
the Troy & Bennington Company. The figures given are 
from the report to the State Engineer of New York for the 
year ending Sept. 30, 1880. 

The stock and debt were as follows at the close of the iast 








two years: 

1880. 1879. 
ore re ae $1,609,110 $1,609,010 
Funded debt. ..... 2.0.0... cc00e cccecececces 2,291,500 2,227,000 
Unfunded debt 328,931 380,649 

Gc ar Eta Salecbid wae ecddeereas $4,229.541 $4,216,659 


The funded debt increased $64,500, and the unfunded debt 
decreased $51,718 during the year. 
The earnings for the year were as follows: 





1879-80. 1878-79. Decrease. P.c. 

Passengers...... $159.086.98 $164,046.04 $4.959.06 3.0 

Freight.......... 390,654.4 408,972.96 18,318.47 4.5 

| eee 20,419.64 20,877 .37 457.73 2.2 
Total... .. ..$570,161.11 $593,896.37 $23,735.26 4. 

Expenses ....... 298,737 .54 305,376.60 6,639 .06 2.2 


Net earnings. $271,423.57 
Gross earn. per 


$288,519.77 





$17,096.20 5.9 


| eee 10,780.13 11,228.90 448.77 4.0 
Net earn. 

GREED cecudaaies 5,131.84 5,455.09 323.25 5.9 
Per cent. of exps. 52.41 IDS oceicacacaue baee 


Payments reported other than for transportation were 
follows : 


I. oi ons cinccccccce casas conscccnseasessoss 271,423 .57 
rs civh suseshckeescudmacerevesese $188,367.92 
Re eae eek nus Vater ace nwsevas 39,222.11 


227,590.03 
Surplus for the year. ............cceeceeecseeeeeeeee $43,833.54 


' The decrease in earnings, in the face of a general increase 
in business everywhere, was probably due to the loss of 





through traffic, from the competition of the new Boston, 
Hoosac Tunnel & Western road, a closely parailel line. 





St. Louis & San Francisco. 


The following statement is published by this company for 
the year 1880, December partly estimated. 

The company has at the close of the year 633.55 miles of 
road, whereof 392 miles are laid with steel rails. The equip- 
ment consists of 59 locomotives, 837 passenger-train cars and 
2,123 freight cars. 

The stock and debt is as follows : 


Stock of all ClASBOB........ ceccccccsccee ass aoensaed 25,000,000 
Bonded debt ($28,175 per mile)... ................e000e 17,850,000 
ee. rr area 4,365,716 
Bonded debt, less assets ($21,284 per mile)............. 13,484,284 


In addition to the above assets, the company own $9,779,- 
550 (at par) of the capital stock of the Atlantic & Pacific 
Railroad Company, now issued, and one-half interest in all 
future issue of the stock of that company. Total authorized 
issue, $100,000,000. 

The earnings for the year were as follows: 











1880. 1879. Increase P. ¢. 
Gross earnings..........$2,694,060 $1,672,488 $1,021,622 61.1 
rr 1,319,551 35,488 484,063 58.0 
Net earnings ..... $1,374,509 $836,950 $537,559 64.2 

Per cent. of exps..... . 48.98 ag Se 


The expenses for 1880 included $356,455 expended for 
steel rails. The comparison between the two years cannot 
bea close one, owing to changes in mileage. The disposition 
of net earnings is as follows: 

EES ER PEO RT Eee ....- $1,374,509 
Interest charges for the year................. $865,747 
Improvements and new equipment........ ... 192,758 


1,058,505 


Surplus for the year... ....... i, caend.ek emntonie $316,004 

Out of this surplus it has just been decided to pay a divi- 

dend of 314 per cent. on the $4,500,000 first-preferred stcck. 

This will require $157,500, leaving a balance of $158,504 to 
surplus account, 


Fitchburg. 


This company worked the following lines during the year 
ending Sept. 30, 1880 : 











Miles. 

Main Line, Boston to Fitchburg, double track.......... . 50.68 

Watertown Branch, Junction to Waltham ....... ....... 6.10 

Lancaster & Sterling Branch, South Acton to Marlboro.... 12.42 
Peterboro & Shirley Branch, Ayer Junction, Mass., to Ma- 

I Ns Ps MR icckeSacccs cbesecs I ARIES PEE 23.62 

I eco ck iach amen eaacewn oo <c6- ab enceroses acon 93.32 

Vermont & Massachusetts, leased : 

Main Line, Fitchburg to Greenfield ................ 16.00 
Branch, Greenfield to Turner’s Falls... ... .......... 2.80 

—— 58.80 

Total owned and leased........ ETT 


The company also runs trains over the Troy & Greenfield 
Railroad, 37 miles, paying tolls to the state of Massachussets 
for its use ; this makes the main line 143.68 miles long, from 
Boston to North Adams. On the road owned there are 
50.68 miles of second track and 53.75 miles of siding; on 
the road leased 10.39 miles second track and 25.35 miles of 
sidings. The use of 10.5 miles of track, from Fitchburg to 
South Ashburnham, is leased to the Cheshire Railroad. The 
total mileage of track on the lines worked is 292.29 miles. 
Additions during the year were 3.98 miles of sidings on the 
line owned, and 2.55 miles on the leased line. 

The mileage leased was nominally diminished by the sale 
of the Brattleboro Branch of the Vermont & Massachusetts, 
21.31 miles, to the New London Northern; this branch, 
however, has been for many years leased to that road, and 
has never been worked by the Fitchburg Company. 

The equipment consists of 81 locomotives and 83 tenders ; 
90 passenger and 25 mail and baggage cars ; 1,871 box, 641 
platform and 20 caboose cars ; 126 gravel and other cars, 
and 9snow-plows. This isan increase of 4 engines and 5 
tenders ; 8 passenger cars ; 575 box, 61 flat and 29 gravel 
cars. 

The general account was as follows : 

Stock ($48, 221 per mile) 
Bonds ($16,074 per mile) ae 
IN 555-6. 50'088%s avaissaesrensan sane ; 
Accounts and balances, accrued interest, etc 
RN MND ME ME. TOU 5.50 a50dsess en 0n aces ueswsee 
NIN corel asa sds S4sR 5s ¥ vei bevededereuce 


ss sees +e +$4,500,000.00 
-. 1,500,000.00 
406 509.00 
159,515.30 
744,291,009 
591,788.26 





| ee i demaweuicesccs vedas, kehcneaaaione $7,902,094.65 
RN nna Soniacalncae’ sinen sees acon $6,117,397.91 
I ise kein ui miemivncies nee adibianas ooes 305,478.91 
EEE RO Oe re 170,050.34 


Vermont & Mass. improvements........ 814,577.53 
Ii csne eee. cbeccese <0dde 18,600.61 
REE, Catinbaiccey bes adrarnaweneoneke 423,134.01 
My cing cele thaskbce, diaennenensaivns : 52,905.34 





—— 7,902,094.65 
The funded debt was increased $500,000, and bills payable 
decreased $403,500 during the year. 
The traffic for the year was as follows : 





Train mileage: 1879-80. 1878-79. Ine. or Dec. P.c. 
Passenger.......... 748,134 679,689 4 68,454 10.1 
i. ere 811,085 867,373 D. 56,288 6.5 
Service and switch- 

Bc ccccces 500s ese 216,202 I. 109,350 50.6 

| ee 1,884,771 1, 7638255 a 121,516 6.9 
Passengers 

carried... ... 2,461,603 2,227,005 I, 234,598 10.5 
Passenger mile- 

Ypres 39,752,302 35,094,145 I, 4,658,157 13.3 
Tons freigh 

carried....... 1,546,950 1,313,289 I. 233,661 17.8 
Tonnage mile- 

ae 109,323,290 92,832,640 I, 16,490,650 17.8 
Av. train load: 

Passengers No. 53.14 51.638 I, 1.51 . 29 
Freight, tons. . 134.78 107.02 \ 27.76 25.9 


Of the passenger mileage 25.1 per cent., and of the ton- 
nage mileage 88.3 per cent. was of business to and from 
other roads. The average earnings per train mile, including 
all mileage, were $1.30; expenses, including interest and 
rentals, $1.10, leaving a surplus of 20 cents. The use of 
heavier engines is shown in the decreased freight train mile- 
age and the larger train-load. 

The earnings for the year were as follows: 





1879-80. 1878-79. Increase. P.c. 
Passengers..... $749,169.66 $663.289.84 $85,879.82 13.0 
Freight...... .. 1,496,459.11 | 1,205,953 76 290,505.35 24.1 
Mail and ex- 
eee 60,490.88 53,961.41 6.529.47 12.1 
Rents, etc. ... 158,479.32 156,768.51 1,710.81 it 
Total.......$2,464,598.97 $2,079.973.52 $384,625.45 18.5 
Expenses...... 1,725,535.09  1,458,515.39 267,019.70 18.3 











Net earnings. $739,063.88 


$621,458.13 $117,605.75 18.9 
Gross earnings 


per mile...... 16,201.68 13,673.24 2,528.44 18.5 
Net earnings : 

per mile...... 4,858.48 4,085.32 773.11 
Per cent. of ex. 70.01 (nr error 18.9 





The earnings show a very large increase, while the ex- 
penses increased in very nearly equa) proportion, still Jeav- 
ing a substantial gain in net earnings. 

Lhe income account was as follows ; 














NOt GOPUIE, GOWNS 5 oivslacte ees ness aat ceeensed coeeed $739,063.88 
Rent of Vermont & Mass. road............. $236,462.00 
Rent of Conn. River tracks................. 3,750.00 
StaPeNd OT DOME... .....65 i ccceugucats.cxs 6 90,000.00 
RMON, (DUI 0 sas. disc's cicbcom ce ORIEL ce vee 25,216.69 

355,428.69 

airplane FOr CNG FORE od nose sc cssecsvececcieesea $383,635.19 


Expenditures for improvements and new equipment on 
the road owned were $552,445.28; for real estate, $197,- 

74.90. The sum of $115,080.97 was paid for improve- 
ments on the Vermont & Massachusetts road. 

The total assets, including surplus of cost of road and 
equipment over capital stock, are $2,657,803.56; liabilities, 
except capital stock, $2,066,015.30, showing a surplus of 
assets amounting to $591,758.26. 

The nee makes the following statements as _ to the road: 
The condition of the road-bed and track has been greatly 
improved since our last report, and will require large addi- 
tions in _ coming year to meet the demands of the increas- 
ing traffic. 

Since the execution of a seven years’ contract with the 
commonwealth, we can more securely make outlays fer im- 
provements of an extensive and permanent character. The 
traffic has so increased as to test the capacity of the road to 
its utmost, and the assurance that we have of its permanency 
and additional increase demands the greatest haste practica- 
ble in developing our terminal facilities for both local and 
export business, in completing the double track to Greenfield, 
our western terminus, in increasing our motive and carry- 
ing capacity, and in improving and enlarging every facility 
necessary to do the business with dispatch and economy. 

Additional accommodations for our export business will 
be provided by the Hoosac Tunnel Dock & Elevator Com- 
pany, which was incorporated April 29, 1879, and author- 
ized to take the property at the terminus of our tracks below 
Charles River Bridge, or so much of it as they should deem 
advisable, from Tudor’s wharf to the navy yard, ‘* and con- 
struct and maintain docks, wharves, elevators, wharehouses 
and other buildings and structures suitable for terminal fa- 
cilities for the reception, storing, delivering and forwardin 
of freight.” This company is already organized, and it will 
very soon take possession of a portion of the property, and 
immediately begin work thereon. In accordance with the 
= granted, the directors have taken $192,000 of the 
stock. 

In November, 1879, we purchased Hittenger’s wharf, the 
first wharf east of Tudor’s, for $113,701.36. This is a part 
of the property described in the charter of the Dock & 
Elevator Company, and they will undoubtedly soon avail 
themselves of their right to take or purchase it. 

To provide more room for the constantly increasing freight 
business consigned to Boston, we have begun the construc- 
tion of a four-hundred-foot extension of No. 1 freight house ; 
have purchased of the Massachusetts General Hospital about 
twenty-five acres of land and flats in Somerville, and filled 
in a portion thereof ; have largely extended the tracks in 
the Miller’s River and Somerville freight-yards ; have been 
authorized to build a sea-wall 2,700 feet in length, and fill in 
certain flats south of the Miller’s-River freight-yard ; and 
have nearly completed the purchase of certain additional 
property adjacent tu said yard, which, with the pieces be- 
fore mentioned, will double our ferminal facilities. 

Additional tracks have been laid at Cambridge. Belmont, 
Concord, Maynard, Littleton, Ayer, Fitchburg, West Fitch- 
burg, Bald-vinville, Athol, Orange, Miller’s Falls, Lake 
Pleasant, East Deerfield and Turner’s Falls, making, with 
the tracks laid in the yards before mentioned, an aggregate 
length of 10.6 miles, Many other improvements along the 
line of the road are noted at length in the report. 

The company have laid during the year, exclusive of con- 
struction, 1,092 tons of steel rails, 956 tons of iron rails and 
91,034 sleepers. 

During the year one switching and four consolidation 
freight loccmotives have been purchased, one passenger 
engine built, one old locomotive sold, and eight new passen- 
ger cars and 685 new freight cars added to our equipment, 
makivg our expenditures for additions to equipment $497,- 
288.29, 

The passengers carried over the Troy & Greenfield Rail- 
road have increased from 83,152 in 1879 to 114,664 in 1880; 
and the tolls paid the commonwealth for passengers, ex- 
presses and mails, have increased from $37,184.57 in 1879 
to $46,154.69 in 1880. 

The freight over the same road has increased from 624,- 
083 tons in 1879 to 751,451 in 1880; and the tolls paid 
therefor have increased from $100,440.71 in 1879 to $131,- 
782.95 in 1880. 

The total tolls paid the commonwea'th on freight and 
passenger business have increased from $137,633.28 in 
1879 to $177,937.64 in 1880, or $40,304.36. 

On May 1, 1880, the Brattleboro Branch, with the real 
estate appertaining thereto, was sold to the New London 
Northern Railroad Company for $630,500, which sum, by 
the terms of the lease of the Vermont & Massachusetts Rail- 
road, has been applied to the payment for additions and im- 
provements made by this company on that road. 





Boston, Hoosac Tunnel & Western. 


This company owns a line extending from the Rensselaer 
& Saratoga road at Mechanicsville, N. Y., to the Massachu- 
setts state line, 39.03 miles, about 614 miles being across the 
southwest corner of Vermont. An extension from Mechanics- 
ville to Schenectady is in progress. The trains run over the 
Troy & Greenfield track for 614 miles, from the state line to 
North Adams, Mass. The road was built to connect the 
Delaware & Hudson lines, and through them the Erie, with 
the Hoosac Tunnel. The following figures are from the re- 
port to the New York State Engineer for the year ending 
Sept. 30, 1880, the first full year of the operation of the 
road. 

The equipment owned is 8 locomotives; 6 passenger, 4 
combination, 2 baggage and 88 other cars, besides 980 
freight cars held under a car trust. 

The traffic for the year was as follows : 
Passengers (through, 52,427 : local, 53,744).............. 
RY SNL, 6...) 5s) 5. aed dednitonsmambhaaksaseacansgtx 1,664,111 






Tons local freight (east, 59,247 : west, 5,810)...... -. 65,057 
Tons through freight (east, 114,272 ; west, 17,455)...... 131,727 
Total Cons SrciGet CRRTIO co.cc cet cccccesccsseenss 196,784 
I 65 58605 .is ooh Kane vase casnbeskceceambatounn 7,988,297 
The earnings of the road for the year were as follows : 
PO (OA DE EE BIR) nn... 55 00s eo cacsencucsescccacewae $192,418 
RCN COE. SE POP CUD oes cccaksnesstcscsses oesensss 156,106 
Net earnings ($931 per mile) ......  .........esseeeees $36,312 


The result is considered good for the opening year, in 
which many obstacles were presented to the full opening of 
the road for through traffic. 

The stock paid in is $475,000 ; debt, $1,540,000, or $39,- 
487 per mile. The net earnings forthe year were about 
2.36 per cent. upon the debt as reported. 





See ee as 
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